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PHOTO INTERPRETATION ADDS UP

ONE or the big disadvantages of any war is that
people often get shot at. Getting shot at has never
been considered humorous; but getting shot at and not
being able to shoot back is particularly unfunny, Ask
any of the lads who flew photographic missions over
Germany and Japan. Flying down gun muzzles just to
take pictures seemed a little silly to some of the boys.
And not a few figured that photographic missions were
just another method the Gold Braid dreamed up to
speed promotions, and make life dangerous.
Photographic Interpretation. of course, claimed it was
all worthwhile, They took a few handsful of film and
forecast enemy shipping movements, made up target
charts and figured out the safest route through flak
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areas. Photographic Interpretation also calmly reported
the exact number of guns the “It-aint-ese” lighthouse
manned and reported precise figures on the size hole
a certain five hundred pounder made in the deck of a
particular jap BB . . . And some of the fly boys accepted
all of this information with just the least bit of salt.
Let’s check up and see how right the boys who
claimed to “know” were. The U. S. Strategic Bombing
Survey conducted an evaluation of all phases of aerial
attack, including photo interpretation. Their findings
were based on a comparison of PI reports, charts, etc,
with the actual situation that existed as verified by the
Japanese after the war was over. Because, if you want
to know the truth, just ask the guy who was there.



PHOTOGRAPHIC INTERPRETERS HAD NO TROUBLE IN IDENTIFYING OUTLINE OF THIS AIRCRAFT RAMP DONE IN RAZILE DAZILE

Shipping, Damage Assessing and Airfields
Were All Just Part of the Day’s Work to Pl

Plln‘m INTERPRETATION teams made up charts of shipping,
airfield location, position of electronics installations, gun
unphum(llls' and damage assessment, during the war.
USSBS gives a clear picture of the accuracy of these re-
ports, and in their recommendations and conclusions, some
ol the lessons of the last war are brought forth.
The problems discussed herein are confined to the Pacific
theatre, and more specifically to the Japanese homeland.
First, let us .nm]\/c _I.IIMIII se shipping. Shipping was of
partieular interest to the Navy and Navy reports were the
chief source of information on that subject. In March of
1945, Kure harbor got considerable attention from our car-
rier units. Pilots came back from a trip over Kure and
r(‘.p['n'[(r(] “dozens” of ships in the harbor. Photo intelligence
was more explicit in their reports. They stated that on 18/19
March, 1945, the following ships were in Kure harbor:
“One BB—Yamato; One BB—Kong go class; Two BB=XCV;
Two CV—Unryu class; One CV —hull Unryu class; One CVILL
Ryuhio; One CVE—Kaiyo: Two CA; One CL.”

TYPICAL EXAMPLE OF JAPANESE SHIP CAMOUFLAGE THAT FAILED
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USSBS found these reports to be 100% correct. The
Japanese corroborated the PI report, stating all of the \hlpw
reported were in the harbor on the dates stated. Not bad!

A photo mission went over Tokvo harbor in November,

1944, Pilots r("m]'!(-:l. “some building activity.” PI was

AIRFIELD DISPERSAL AREA; B-29 DECOY IN UPPER LEFT CORNER

slightly more cYmphlL they sent separate
progress in various \}lll‘lbll]ldlh!“ yards. For example:

On 25 November, 1944, PI reported a cargo vessel build-
ing 5% (I)I]Il'!l( te, len"#h 445 feet. Japanese reports keel laid
on 443 foot cargo vessel 17 \u\{mhu 1944, Two feet off—
himmm. Same vessel was reported 65% complete by PI on
6 January, 1945, estimated launching end of Januvary.
Japanese were a few days behind schedule. They did
not actually launch this ship until 5 February. (Our PI
team was prnh\iljlv influenced by Kaiser's sc hedules. The
_|.|111m se builders weren't llTI”!' so fast.)

reports out on

].::"'.S co on to damage assessment. That was a tender sub-
ject oceasionally. Some eager lad would come home
loudly proelaiming he had just knocked the whole bow off a
]up carrier, (ml\' to hear the ph(:m interpretation team say,
“Sorry son, vour bomb only made a hole 25 feet by 10 feet
in the forward hangar deck.” Who was more accurate?
Pilot reported, W hy I blew him clear out of the water.”
PI states: “The BB-XCV received a 207 x 20° hole on port
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side at edge of staging deck 1350 feet from stern. Hole in
staging deck extending aftt of mainmast for 50 leet and from
centerline starboard side ol ship. Ship low by the bow prob-
ably resting on bottom. Main deck awash.

||I).m( se record states: After attack ship settled by
bow. Ship abandoned 1800, date, alter \tlt]mg on bottom—
15 degree list to starboard. All other statements concur
with Pl assessment. Except for missing the 15 degree list.

[ hit it right on the nose.

Conclusions and recommendations of the USSBS were
as follows: Ship movements and identifications; almost en-
tirely accurate. Shipbuilding: generally accurate, although
some reports slightly over-estimated the rate of pm_t_rr't:a.s
since interpreters were inHuenced |:§-' similar American pro-
duction rates. Damage assessment; correct within reason-
able limits. Severe damage by internal fires and 1\{)]:!“11:!\
underwater damage and direct hits which left no visible

evidence were Hlli)lih.\lh]t‘ to evaluate.

Before every strike on Japan, pilots received complete
information lt‘l‘.ll(]Itl” location of airfields, type and number
of planes based in the t target area, loeation of gun emplace-
”Il‘ m!:alma!llm Wils <I.[II]H\[ |E\\ ays {(Jll‘ip]etﬂ

The {11]”{5 accepted it as a matter of course
and few “gripes” were ever voiced on this phase of PI. How-
ever, it is doubttul the pilot realized just what was in-
volved in a briefing lecture, or how it happened to be correct.

ments, ele.
and accurate.

List or factors included in airbield inh".“ij__"l‘lln't': follows:

Field location, determination of field’s use, field's clas-
sification by potential capabilities, ie. size and number of
aireraft it was capable of handling, a complete dcqu:plum
of number, length, width, orientation and surfacing of run-
way, i ]I‘;llTlt" of number, type, condition and disposition of
|!|d.l|l s, planes dispersal areas, a description of hangars and
tacilities and identification. and the locations of defenses and
clectronies installations at the field.

USSBS has evaluated the reports sent out by PI and
found that airfield intelligence was exceedingly accurate and
thorough.  Location, dimensions, orientation and deter-
mination of actual use were around 90% accurate. Surkicing
interpretation and classification by potential use were good
but not quite so accurate as the other phases.

Surfacing was one of the most difficult features about
airfields to interpret correctly. Actually Pl was abont 75%
correct in analysis of surface types, however a few glaring
prrors were made due to certain factors. In all eases of error.

PHOTOGRAPHS SUCH AS THIS WERE USED IN DAMAGE ASSESSMENT

field serviceability was overestimated. Gravel, packed earth,
and even gr;tss- runways were misinterpreted as paved
surfaces on oceasion. ln'uiwll: itely drained fields were not
always so reported. Errors in runway surfacing are explained
])llllhllll\ by the fact that g avel, [mr]-.t i earth and closely-
nnppul grass surfaces reflect about the same amount of
light as 1).1\:~t| surfaces, und as a result have nearly the
same appearance on photographs.

HE crassicicaTion ol Japanese airfields according to
Tpnlvnll il use, on the basis of the system of surfacing and
dimensions definitions developed in the ETO did not always
give a true indication of actual nse. The great majority of
errors of this sort, were caused by misinterpretation of field
smhluug In 80 percent ol such cases surfaces were fair-
weather rather than allaveather as reported.

Airfield identification by actual use (training, combat,
ete.) when employed to \.nppiumm and check h"t(llllld in-
formation was 95 Pe sreent correct.

One of the problems encountered was the misinterpreta-
tion of poorly drained fields. During normal periods ol
weather, it is almost Impn\.\]h!{ ta tl” whether a field has
proper drainage [acilities or not. Another reason interpreters
did not always catch poor drainage is because it is a problem
rather foreign to the American airfield. Drainage was often
assumed to be j_(-:u}t]. because American IIJ'ilillil_f__‘f(.‘ would
Liave been vood at the same size and type airfield.

“‘"‘ @“W_

PICKING THE TARGET FOR TONIGHT—ELEVEN MIDGET SUBMARINES AND ONE LONE JAP SHIP BEING EARMARKED FOR FUTURE VISITS
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PHOTOGRAPHS OF SAME JAPANESE BEACH TAKEN AT VARYING TIDE LEVELS; THIS TYPE PHOTOGRAPH WAS USED IN WATERLINE METHOD

Beach Intelligence Was a Very Important
Phase of Pacific Amphibious Operations

HE USSBS recommends more research be devoted to
Td comparison of photographs showing fields of known
surfaces with those of unknown surtaces in future interpreta-
tion. Also, the nse of infra-red film, because of its selectivity
for chlorophyll, might eliminate identifying cropped grass
runways as surface sl runw: ays. The use ol (nlm film was also
recommended by USSBS.

Of course, this Monday morning quarterbacking is just
as easy for PI as oy U SS8BS, and these methods are cer tainly
heing “studied for future airfield interpretation.

Beach Intelligence, prior to the last war was practically
an unknown field. As a result, our early attempts at beach
intelligence in the Pacific were r(]m\('h crude, developing
however, with additional experience and research to a very
precise science toward the latter stages of the war in the
Pacific, with additional experience and the influx of methods
developed in the ETO.

Certain information is required to insure the successful
p|um|inf_', and staging of an amphibious operation, A com-
plete knowledge of beach gradient, beach approaches, off-
shore dt‘pths and underwater obstacles is essential to insure
that landing boats will be able to reach the beach. Knowl-
edge of beach defenses enables the operation Commander
to choose the most logical invasion point, all other factors
considered, of course. Exits from the beach to the interior
are of utmost importance so that invasion forces can move
off the beaches as rapidly us possible. Beach intelligence in-
tends to furnish all of this necessary i[ll'urrfmli(nL

Our experiences in the Gilberts, especially Tarawa atoll,
brought into sharp focus the importance of photo intelli-
gence in amphibious operations. The two major problems at
Tarawa were the reef and the extensive and r-mnp]px beach
defenses.  Development of plans for solving both problems
wus entirely dependent on detailed knowledge of both the
beach and its defenses. Up to the time of the Tarawa cam-
paign estimates of waler depth in the Pacific were made
solely by qualitative and comparative methods, i.e., one spot
was ]mlr'u] to be deeper than another }n((luw lt ‘looked
deeper” on the photographs.  Unfortunately, some im-
portant factors affecting appearance of the bottom are un-
related to depth, so that appearance of depth Fn-r(|m-‘nt|_\'
is deceptive,

Nl-;\'i-:n']'l||'l,l-'.5_'~.-, at Betio, in spite of I'(.'ldt.i\"(*l_\" primitive
methods of beach intelligence, and with only fair
photography. interpreters were able to plot most of the
greatest collection of defenses and obstacles thus far en-
countered. The ensuing difficulty with the reef was due
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more to a failure to ull'li"/t' availuble information, than a lack
of that information. pl mmners were not u‘t \Vl”mg to
aceept the reliability nI P[ against intelligence obtained from
other sources—Tarawa did much toward proving that reli-
.1|1||1t_\ tor once and all.

Our experiences at Tarawa, which were little bitter
in some respects, also demonstrated the need for more ac-
curate methods of water measurements. More advanced
svstemns had been developed in the Atlantic theatre, and
thiese methods were incorporated into beach analysis in the
Pacifie, in addition, research was instituted along quantita-
tive lines in the beliel that snmu!hilig measurable on ph(lt(]-
graphs could be related to depth. Comparative methods
however, continued to be used in the Pacific until late 1944,
The reliability of these estimates, as well as other aspects
of beach iIllL’”igcm:c. steadily improved as interpreters
g;lill(.'d experience.

Research in quantitative determination of underwater
tl(*pl‘hs resulted in the {l('\-(rlnpm{‘nt of three ln‘u(‘lic;i] meth-
ods, two of which were successtully used in Europe prior
to the end of 1944. The three methods employed in measur-
ing beach gradient, beach approaches, oftshore depths and
underwater obstacles were the “wave velocity,” sonne
stereo,” and “waterline” methods. Wave velocity and water-
line were first used in the Atlantic.

I_\ wave velocity, depth is related to velocity of waves
moving into the beach. In the sonne stereo method,
depth is related to the difference in parallax between a point
on the surface and a point on the bottom. In the waterline
method. the contour of the beach between low and high
tide is photographed to give elevation of the strand line.

Each method has its ‘lL]\dIlLl"(“u and disadvantages, but

CLOSEUP OF JAP GUNS SHOWING MATERIAL USED FOR CAMOUFLAGE
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used in conjunction with one another they are an extremely
accurate way of gaining needed beach intelligence, Ac-
curacy of all three methods is :lt'pvndvnl largely upon the
training and experience of the interpreter. The work is of
such an exacting and tedious nature, that few interpreters
become completely proficient.

USSBS evaluations of beach intelligence have shown that
offshore depths up to 10 feet can be determined with a
normal ervor of less than 1 foot. In depths more than ten
feet. aceuracy falls off somewhat, but overall beach in-
telligence is -(’ntiruly adequate if taken just prior to the
operation. before erosion, etc., has had an opportunity to
make substantial changes in underwater contour.

EACH DEFENSES, exits and beach limits presented no dif-
ficulty. Regular photography methods were used and
woved to be very accurate,

USSBS recommends that there be direct liaison between
research groups in the United States and upu:'ul‘imml units in
the field. thus, the latest methods of analysis can be used
as they are developed in research and development centers
in the U.S. Command and Staff officers should be thor-
oughly acquainted with the potential utility of photo in-
telligence in amphibious operations. Specialists should be
trained more nearly to meet the needs of the field units.

The Navy's PI center reports there will be considerable
improvement in the field of estimating underwater depths,
especially in depths beyond 10 feet. Quantitative traffic-
abilitv. i.e. the amount of traffic a beach can handle,
whether the sand is soft. hard, etc., is receiving special
emphasis and will be much more accurate in the future,
Studies are also being conducted of the various geologic
and vegetative types that are to be found on beaches, which
will improve that phase of analysis in the future.

During most of World War 1, Japanese eforts toward
concealment, deception and camouflage were not subjects
for a special field of photo interpretation. Instead, they were
treated in a routine manner as they occurred in relation to
standard subjects of reporting, i.e., airfields, shipping, etc.,
and were not considered troublesome or significant. How-
ever, when the aerial bombardment of Japan forced the
Japanese to disperse vital military and industrial facilities,
the detection of efforts toward cnmnu”ugf and concealment
became important. The war ended before Japanese at-
tempts to hide essential targets assumed great operational
significance, but the threat implied to the effectiveness of
photo interpretation caused much speculation on the future
usefulness of photographs as an intelligence source.

Underground construction was used by the Japanese to
conceal and protect; dummies and decoys were used to
deceive. For camouflage purposes, the Japanese employed
camouflage paint, used standard sod-covered dispersal
buildings. nets, garnishings and false structures. In addition,
some use of natural features and terrain was made.

pr most effective tvpe of concealment used by the

Japanese was tunnels, for though tunneling might be
identified from the air, the type of work or installation in-
side was very seldom apparent or correctly interpreted.
Often urulurgmmul factories were interprelcd as storehouses
and were not given the importance they merited. This type
of concealment is also, the greatest threat to photographic
intelligence in the future. The clues ordinarily present, ac-
cording to standard training doctrine—namely, extent of
spoil and track activity—were often unrelated to the func-
tion of the tunnel. This type of concealment was particu-
larly effective in and around Yokosuka during the last war,
since the terrain was rugged, where there were steep low
hills and narrow valleys, and where road tunnels were to
be expected in the normal course of road and rail systems.
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ATTEMPT TO CAMOUFLAGE ANTENNA WAS NOT VERY SUCCESSFUL

Another very efficient method used by the Japanese to
hide installations, equipment and materials, was their use of
natural terrain features, such as small groves of trees. This
system was usually used for small supply dumps or aircraft
dispersal.

Dummies and decoys were fairly successful for the
Japanese. If an aircraft’s position remains the same for a
long period of time, it can be assumed to be a decoy, but
decoys are light and easy to move by hand, so it the method
is properly used, it is difficult to discover. If a gun emplace-
ment never shows track activity it can sometimes be cor-
rectly interpreted over a period of time.

The use of camouflage paint by the Japanese posed no
problem for photo interpreters. It was used with little skill
i_u Japan and often was not used with an eve to adjacent
facilities or ml‘mululing terrain. )

Sod-covered buildings were occasionally misinterpreted,
but almost always located due to surrmmdiug facilities and
track activity. False structure and garnished nets met with
some degree of success on small installations in Japan. Al-
though well-concealed emplacements were outlined by the
nets concealing them, it was not always pnssihlc‘ to tell what
they hid, even though their geueral shupe gave them away.

HeE USSBS recommends a closer linison between the dif-

ferent branches of intelligence, to give a more (rnmp]ete
knowledge of enemy underground activity. Pl can supply
an important percentage of information on underground in-
stallations and authenticate information gained from other
sources, but cannot hope to get best results from their own
observationsalone. Intelligence goes far toward winning wars,

THIS ANCHORED COCOANUT GROVE DIDN'T FOOL ATTACKING PB4Y



Fatal Mistake

The pilot of an ¥er had an engine
failure at 500 feet shortly after take-off.
He wrapped his plane up in a tight
turn back toward the runway he had
just used, called the tower for emer-
gency lunding clearance, and made a
successful downwind landing. He got
away with it, but his commanding of-
ficer cautioned him about turning back
to the field at low altitude after an en-
gine failure.

Three days later, after the plane had
been given a thorough check in an ef-
fort to find the cause of the earlier
failure, the same pilot took off again
on a test flight. This time the engine
hegan to mis-fire at about 300 feet, and
once more the piIol rolled into a 60°
bank to the left in }mpt,:. of mdl\mg it
back to the field. He held the steep
turn until just before he crashed 300
vards short of the runway. The plane
burst into flames on nnp.lct and was
destroyed. The pilot did not get out.

% Grampaw Pettibone says:

Once in a while you can get away
with a stunt like this, but most of the
time it ends just as badly as it did here on
the second try. I know it's hard to resist
the urge to turn back to the field when an
engine quits, but you've got to resist turn-
ing back if you ever hope to be the oldest
living naval aviator.

A controlled wheels up landing in the
best area ahead of your plane may tear up
the underside of the fuselage, but you can
count on walking away from the wreck
under your own power. When you try to
reverse your course and get back to the
field after a power failure, you are likely
to spin or stall or fly into the ground on a
wing tip, and survivors from such accidents
are mighty scarce.

“Dear Grampaw Pettibone:

“An instance recently occurred at
NAS Aramepa which illustrates the im-
portance of keeping log books up to
date. Several sB2c-5 aircraft were being
prepared for ferry to overhaul bases by
this activity. The preparation involved
examination of the log books to deter-
mine if there had been any unusual oc-
currences in the plane’s history and
processing of the aircraft under Local
Process Specifications designed to meet
the minimum requirements for ferry-
ing of aircraft. As these aircraft have
not had excessive time and have been
reasonably well preserved during stor-
age, disassembly and magnafluxing of
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pi‘iln:il'_v structural parts is not con-
sidered essential in the preparation of
the aircraft for ferrying to overhaul
bases provided the aireraft logs do not
indicate that the plane had been sub-
jected to hard landings, barrier crashes,
ele.

“One of these aircraft, while being
towed by a tractor in the process of
being prepared for departure to the
overhaul base, amazed all hands con-
cerned by losing an engine. This en-
gine did not lose power, manifold pres-
sure, or RPM, but actually fell off the
airframe.  Re-examination of the log
book of this aircraft, which incidentally
was very haphazardly kept, did not in-
dicate that the aircraft had been dam-
aged in any fashion, However, the last
hop which the plane made, as shown in
the log, involved a night carrier land-
ing. The airplane also gave some lim-
ited evidence of having experienced a
barrier crash. The true history of the
aircraft was not reflected in the log
book entries. The inspection processes
utilizing log book information were thus
rendered unreliable and quite obvious-
Iy this shortcoming could have serious
lmphcatlons

“No action concerning the activities
involved in the foregoing is feasible
at this time as the activities believed to
be involved have been decommissioned.
However, we think you will be inter-
ested, Grampaw, and may desire to

GO STRAWGHT YOUNG MAN I}

AND KEEP THAT FLYING %

publicize the matter in the interests
of better lng kccpiug.”

Grampaw Pettibone says:

Don’t kill your friends, fellows.
If you've jarred the living daylights out
of a plane on a hard landing, put it down
on the yellow sheet. Then the plane will
be inspected thoroughly for possible struc-
tural damage and an entry will be made in
the plane’s log book. If you fail to report
such an instance you are jeopardizing the
life of the next pilot who flies that plane.
If he is killed, according to Grampaw's
understanding of the law, you then become
an accessory before the fact and should

be charged with PILOT SLAUGHTER!

Accident Reports Due in 10 Days

Regulations in the BuAer Manual and
in Aviation Circular Letters 119-45 and
113-46 provide instructions for the re-
porting of aircraft accidents. These reports
should be submitted within 10 days after
each accident.

That some activities are lax in following
these directives is indicated by the fact
that during the last vear qppruxlmatc]v 30
accidents were r(purt: «d by despatch only.
In other cases the AAR’s were not received
until several months after the accident.

The AAR is the principal source of in-
formation relative to the cause of aircraft
accidents. If immediate action is to be
taken to prevent similar crashes, these re-
ports must be sent in promptly. Failure to
do so may cost some pilot his life in an ac-
cident which might ﬁm-‘c been prevented.
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Frozen Selector Valve

Here’s a varn from an rau pilot who
set out on a cross-country Hight from
Norfolk to Miami and survived the
rugged crash pictured to the right.

After take-off he shifted his fuel se-
lector from main tank to right standb_\'
and climbed to 20,000 feet. Leveling
off here, he planned to draw gas direct
from his drop tank for the first two
hours and then shift back to the main
tank. All was well for the next hour
and a half, and then . . .

“About 45 mi. north of Charleston
my engine began cutting out. Since the
transfer light had not come on and I
hadn’t expected 150 gallons of fuel to
be used before two hours, 1 was very
much surprised. I put the mixture
control in auto-rich, switched on the
emergency fuel pump, and attempted to
switch the gas selector valve to main
tank. The valve would not move from
the Right Standby position. It was
frozen in position, and with both hands
I couldn’t budge it. I tried to start the
engine with prime, but it didn’t work.

“At this time the fuel warning light
blinked twice. 1 found my shoulder
straps, put my belt on, and hoped like
kell I'd be able to turn the selector
vilve at a warmer altitude. I had to
leave the shoulder straps unlocked to
work on the valve. The plane was fly-
ing crazily since I was using both hands
on the gas selector and the control
column was just in the way as far as I
was concerned. At 4000° I decided
that the valve wasn’t going to turn, my
hands were numb and bleeding from
trying, so I looked around for a likely
place to erash-land.

“The field I picked at 4000” devel-
oped a neat row of high tension poles
when I got to 2000, so I decided on
a dirt hi—wuy that seemed tairly wide
and was into the wind. I'd jettisoned
the l)(:l]_v tank and np(mt!(l the hatch
with some trouble, the safety latch was
slightly up and would not allow the
hatch to fully open. Remedying this
and locking the canopy open, I again
tried to turn the selector valve, it was
still frozen, or stuck—or somethin’, I
was turning in toward the road at about
400© and saw three people running
down it in the same direction I in-
tended to land. 1 cut the switches,
locked my shoulder straps, and used
both hands to cinch them up tight. It
seemed inevitable that I would hit the
three people who continued to run
down the road ahead of me. I was
sweating them out, and overshot the
road slightly before looking over to the
left too late to keep my left wing from
hitting a pair of 65" gum trees. The

lane began coming apart, and al-
though I didn’t get knocked out, 1
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TREES

don’t know what happened after the
initial contact was made.

“The cockpit stopped about 3007 past
the trees and about 30" from the road. 1
was inverted in the cockpit with my
hiead touching the ground. I unbuckled
my chute and noticed my little finger
on the right hand out of joint. I put it
back in place and undid my safety belt.
I was muking some progress at crawl-
ing out on the back of my neck when
some farmers came and helped me the
rest of the way out, 1 put my finger
back in place again. The plane had
broken at the main tank, about 2’ he-
hind the cockpit, the starboard wing
was sheared off and port wing tip was
gone. The engine and accessory sec-
tions were about 100" further 1;1‘1 the
road.”

Grampaw Pettibone says:

Another orchid to the man who
invented shoulder straps, eh, son?

As you doubtlessly know, the fuel system
in the F4U-4 is designed so that vou don't
have to run directly off the drop tank. In
fact, there are several good reasons for run-
ning with the transfer system on and the
selector valve set on main tank. One is that
the drop tank is not pressurized and you
will therefore be likely to experience
trouble when drawing gas directly from
this tank at high altitudes. Also the booster
pump is located in the main tank and is
therefore of no use when the selector is on
some other tank.

The Right Standby position is for emer-
gency use in case the transfer system fails.
Operation on this position should be
checked on the ground during warm up.

The accident board was of the opinion
that a slight amount of water in the drop
tank caused the selector valve to freeze at
high altitude, The valve worked normally
when checked on the ground after the
crash.

At Last—An Honest Man!

My files are full of lengthy statements
from pilots involved in wheels-up land-
ings, Some of the boys even describe
what they had for breakfast, how many
push-ups they did at moming eales-
thenics, where they flew before the
landing in question, and just about any-
thing else they can think of to delay
getting to the point where they have to
say “l forgot my wheels.” So, its re-
freshing—once in a hundred or so acci-

dents—to run across a pilot’s statement
like the one below:

"l“o”nwing a eut on a FCLP pass in
a M-, I made the landing, then com-
menced the takeoff. I added throttle
and with forward stick put the aireraft
in normal takeolf run attitude. I then hit
the Hap control to retract the Haps. Just
about a tenth of a second later I again
reached down to check my flap control
in the ‘up’ position. The aircraft was
not as yet airborne and was acting as if
the Haps were still down. I inadvertent-
ly hit the landing gear lever—the realiz-
ation came inun{*(liu{c]y and I snapped
the lever to the down position and
added back stick pressure. The wheel
indicator read just short of the halfway
down mark, when the prop bit the deck.

“The aircraft finally ground to a stop.
A small fire developed on the port side
ot the engine; it was extinguished by
the crash crew, '

“This was not an attempt at a ‘hot
pilot” takeoff, so-called. The accident
could definitely have been prevented
|})' total concentration on what I was
doing, rather than automatically reach-
ing down and heedlessly grasping the
control lever.

“A pure case of ‘doping off’.”

, Lt. (jg), USN

Grampaw Pettibone says:
: The compliments of “Diogenes”

Pettibone to you, young man!

“Dear Grampaw Pettibone:
“There has recently been an argu-
ment in this squadron regarding the
glide ratio of an r4u Corsair. A Hand-
book was shown me, in which the glide
ratio was quoted at 13 to 1. This was

with a dead stick. Is this correct?
. Ens., USNR”

Grampaw Pettibone says:

Could be. In fact, in the clean con-
dition and with no wind, it will glide about
15 feet forward for each foot down.

Dilbert Was Here!

The s8¢ pictured above is waiting in
the bone yard to be scrapped. Its back was
hroken when Dilbert failed to answer a
“Low"” signal from the L.S.0. and the
plane hit the ramp. Fortunately it bounced
up on the deck and Dilbert survived.



HEADED OUT ON A LONG MAPPING MISSION OVER ANTARCTIC COASTLINE. A MARINER CUTS ACROSS BOW OF THE U.S.S. CURRITUCK

HELICOPTER GUIDES SHIPS THROUGH THE

8

ROSS SEA

ICE PACK

l’a’:c.

HIGH Jump

High Jump airmen managed to photograph several hundred
thousand square miles of Antarctica before gathering ice packs
sent Task Force ships scurrying for warmer water. Although
some of the world’s worst weather kept planes grounded four
days out of five, High Jump’s ski-rigged R4D’s, tender-based
Mariners, helicopters and small amphibians played a major role

in the operation. Mission was training, mapping and testing gear.

SENIOR PILOT BRIEFS PEM AIRMEN ON DAY'S MAPPING MISSION

Restricted




Mariner from Western Task Group watches ships of Central Task
Group play follow the leader through the Ross Sea ice pac

Aboard Philippine Sea technicians install metal skis on R4p-5's
so airplanes can land on the snow of Ross Sea ice shell.

Workmen use steel matting to bridee a crevasse on Ross Sea ice Six RAD-5's made JATO take-offs from Hlattop and landed on
shelf as transport Yancy unloads mpp]im for Little America. snow at Little America. These PI“‘“’-“ were left in Antarctica.

Rear Admiiai € uzon aboard the Coast Guard ice breaker North- Maintenance men kept planes in flying condition regardless of the
wind, goes aloft in a helicopter to survey the ice pack from above, weather. Fere a technician attaches blade on a helicopter.
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FISCAL
DIRECTOR

sl
] l 1.
e

BUREAU of
the BUDGET

BUDGETS AREN'T BEST SELLERS

rr1ING the financial demands of the
F world’s largest and strongest Navy
into a pattern of post-war economy calls
for finesse, foresight and frugality.

This is the ,"ll')r}' ol how the Navy
Department, and more particularly its
aeronautical organization, prepares a
budget for the jet propelled age that
will be fiscal 1948.

The Navy keeps a staff of civilian
and officer fiscal experts working 52
weeks a year preparing its bndget. In
that time they plan, justify, write, re-
write and finally defend before com-
mittees of Congress the budget esti-
mates that will be required to maintain
and operate America’s globe-spanning
naval forces for the fiscal year ahead,

Whether preparing budgets or plan-
ning a battle, good naval technique
insists on an estimate of the situation.
For budget purposes this estimate is
all wrapped up in 14 basic planning
directives prepared by CNO, the Gen-
eral Board and the Office of Naval Re-
search. All basic plans must be in the
hands of budget-making offices not later
than 1 July, 12 full months ahead of
the fiscal vear thev were written to
.L"‘ Wern.

Actually fiscal 1948 doesn’t begin
until 1 July 1947: it won't end until
30 June 1948. But fiseal 1946 still had
several weeks to run when the Navy
started sweating out the budget esti-
mates that were to finance it 33 weeks
later.

FriciaLLy it all starts when Sec-
Nav gets the “Call.” That's how
people in the budget business refer to
the official request for fiscal estimates
sent out by the President’s Bureau of
the Budget. Their request, for 1948
estimates landed on SecNav's desk on
24 June 1946. He immediately trans-
mitted the request for estimates to the
Navy's budget making offices,

Following the rigidly - prescribed
form, each of these offices immediately
sets about preparing its budget esti-
mates for the year ahead. While all
estimates fit into the general framework
of Navy Department policy, each is
acted on separately and will, when
finally approved by Congress, remain a
separate appropriation.

On V-] Day the Navy was an or-
ganization of nearly 5,000,000 men,
7,500 ships and 45,000 planes. It was
safe to say that nothing safely moved
upon, beneath or above the surfaces of
the seven seas without the United States
Nuvy’s permission.

Paring down that tremendous fight-

ing force to fit peace-time requirements
in a still-troubled world requires the
patience of a Job and the wisdom of
a Solomon. The products of that wis-
dom and patience are contained in the
following 14 policy-making and budget-
determining directives for fiscal 1948:

1, Fleet Employment Plan

2, Operating Force Plan

2. Naval Aeronautic Organization®

4. Navy and Marine Corps Personnel Plan

5. Training Program, Regular and Reserve

6. War Reserve and Logistics Stock Level

Plan
7. Tentative Availability of Ships at Nawal
Shipyards
8. Materiel Improvement Plan: (a) Vessels,
(b) Communications, (c) Aircraft®

9, Shore Establishment Operating Plan®

10. Bmlding Program, Ships

11. Procurement Program, Afreraft®

12, Shore Station Development FProgram

13. Special Weapons Program

14. Research and Development Program®

From a budgetary standpoint Bu-
AEn’s primary interest lies in those plans
marked by the asterisks. The Bureau of
Aeronautics I)udgct based on DCNO
(Air) planning, lists all funds to be
spent on Naval and Marine Corps avia-
tion during the fiscal year. Back in the
days when every naval aviator knew
every other naval aviator by his first
name, it took only five figures to write
BuAer’s budget. World War 1I changed
all that, Today it takes big money to
buy brass knuckles for the hard-hitting
air arm of America’s first line of de-
fense.

ue rour subdivisions of BuAgr's

1948 budget include construction
of aircraft; instruments; maintenance
and operation; research and develop-
ment. Cost for the officers and men of
the aeronautical organization is a joint
BuPers and BuSannA budget item.
BuAer, however, must provide in its
budget for civilian employees.

Nayy fighter pilots who may be won-
dering when they can check out on a jet
job, need look no farther than the con-
struction sub-division of the BuAer
budget. That budget, when it’s finally
approved by Congress, will contain
most all the answers. Either it’s jets or
it isn’t. Congress provides the cash.

BuAgr, in conjunction with DCNO
(Air), recommends in its budget esti-
mate the number and type of aircraft
replacements the Navy and Marine
Corps and their reserves require.

WITEI instruments it's pretty much
the same story. BUuAEr's budget

in fiscal 1948 provides for photographic
and aerological equipment for the en-
tire Navy. In addition the instrument
budget lists all air-borne navigatjonal
and electronic equipment nee ed.
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NEW AIRCRAF T
CONSTRUCTION

AERONGUTICAL — FQUIPMENT

AN TENAINCE
ara  QPERATTZON

BUAER DIVIDES FUNDS BETWEEN NEW CONSTRUCTION, RESEARCH AND DEVELOPMENT, MAINTENANCE AND OPERATION AND INSTRUMENTS

In the maintenance and operation
sub-division, BuAer's budget provides
for every gd]l(m of aviation gasoline and
]uhrmdtmg oil to be used in Navy and
Marine planes during fiscal 1948.

And if you think oversights and omis-
sions in this section of the budget can't
be serious, just ask somebody in lighter-
than-air. Because of a legal ‘technicality
involving an accounting transfer, the
IJ48 fiscal estimates l.nled to provide

- helium pu.r(h.iw And that all-
1mp()rhml itern had to be inserted alter
the budget had gone to press.

E\'ICN a small item like cargo para-
chutes, when it's omitted, can
cause havoe, In fiscal 1947 the Marines
did a lot of s\’w:it!n;_, to scrape up the
cash for cargo chutes needed in the
aerial delivery of supplies,

Military bud%ta in fiscal 1948 will
be as streamlined as a jet fighter. Fis-
cal forgetfulness can be frightening
even when it isn't fatal.

Research and development items in
the 1948 BuAer budget cover the aero-
nautical organization’s experimental and
test activities and the cost of experi-
mental projects performed under con-
tract by private companies. In this age
i's research that pays off.

Aeronautical budget estimates for
1948 were all back in the hands of the
Bureau’s fiscal director on 22 July 1946.
There the Chief of the Bureau and his
division heads went over every detail.

As finally approved in BuAgegr, the
budget for fiscal 1948 was a compact

225-page book listing recommended
and necessary expenditures. BuAEew's
budget for fiscal 1948 was ready for its

Restricted

first flight test, to be conducted by the
Navy's Office of Budget and Reports.

The O.B.&R. director, Rear Ad-
miral Herbert G. Hopwood, held
BuAer hearings on August 9 and 10,
Armed with charts, statistics and fists-
full of facts, the Chief of the Bureau of
Aeronautics and his assistants took two
full days to justify the 1948 estimates.

Four weeks later, on 5 Sept., the
budget, coordinated to fit the finely-
machined all-Navy pattern, was back
in BuAgx's hands for re- writing. Pared
down in dollars, but boosted to 280
pages, the fiscal estimate was ready 10
days later for its second hurdle. This
time the Bureau of the Bud;.,e a pres-
idential agency established in 1921 to
review and coordinate budget estimates
in federal government, took the controls.

Ali"['l:]]i three full days of fact-finding,
soul - searching hearings, BuAer
brought its 1948 estimates back to the
Navy Department and began writing in,
or off, the Budget Bureau’s recom-
mendations. i

Jam-packed with justification and de-
tailed to fit the Burean of the Budget's
neat  $706,000,000 ﬁgure, BuAgn's
final estimate for fiscal 1948 was a 383-
page book. In recap form it covered
two pages of the mailorder catalog-
size Budget of the United States that
President Truman delivered to Con-
gress a few days after New Year's.
BuAer’s budget, all 883 pages of it,
suppIements that report.

Pruned to presidential specifications,
BuAenr's budget like every other one of
the Chief Executive's fiscal recom-
mendations, was dropped into the lap

of the 43-man House Appropriations
Committee. Those 43 Congressmen are
so powerful we almost said lap of the
gods,

A seven-man sub-committee of Con-
gressmen, this session they represent
Vermont, Indiana, Missouri, Kansas,
California, Texas and Maryland, passes
on all Navy budgets.

Sub-committee recommendations go
to the House Appropriations Commil-
tee where they are adopted, with or
without alterations, and incorporated
in the final appropriations bill submit-
ted to the House of Representatives.

HEARI_\'CS before the naval appro-
priations sub - committee of the
Senate follow, in general, a similar
form. If, as usually happens, the finally-
;1pprcwed Senate and House versions of
a particular budget vary in form and
amount, conferences between represen-
tatives of the sub-committees conecerned
reach a final understanding.

It takes time to pull open the fed-
eral gnvernment’s purse strings. Fiscal
1947 was nine days old before the
Navy's final budget passed the House
and Senate and became law.

This year, with all hands in and out
of the Navy struggling to cut federal
costs and still maintain national se-
curity, it's a safe bet that the “Call”
for fiscal 1949 will be on SecNAavs
desk days before Congress finally ap-
proves appropriations for fiscal 1948,
Planning within the Navy is already
underway for fiscal 1949,

Budget writing is just one fiscal year
after another. There are no by-lines
and up to now not one best seller.
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Forecasting Tough Job in China
Lack of Data Makes Weather a Problem

MAG-24, Caina—Weather forecast-
ing in this advanced zone isn't quite as
primitive as holding up a wet finger in
the wind. but m=1thu is it as well devel-
oped as in the United States, the Head-
(uarters Squ;tdmll reports.

This is due primarily to poor com-
munications. Aside from hourly reports
from Tientsin, Tsingtao, and occasional-
lv Shanghai, |1[)lil]\ weither reports in
this area are practic: ally nil.  Inter-
mittent synoptic reports are received
from the Chinese meteorology office.

These reports cover most ol the
China region to the south., Weather
reports from the northwest, from which
most of the weather in this area moves,
are broadeast by the Russians. Due to
communication difficulties and obsolete
broadeast data, these reports cannot be
picked up. We: ither reports and an: lysis
from Guam are received intermittently
but cover only areas to the south and
east,

In the absence of these reports, the
forecaster is forced to rely on local

Under the fluorescent lights of the Lockheed plant at Burbank, Calif.,
Navy's fleet of P2V's are being assembled for delivery to the service. Longest range
plane in the world today—at least holder of the world's distance record—the Neptune
in its early versions is carrying .50 cal. machine guns such as are installed in the nose
turret. l’_.mm’ models will have other armament. P2V's distance record is 11,236 miles.
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observations, local experience, and
frequent reference to an AAF bhook on
China weather, Fortunately, during the
winter most of the bad weather is loeal

poor visibility due to smoke, Accurate
forecasts can be hurnished locally for a
period of six hours. Forecasts for longer
periods are virtually iIl]})l}\'HiIlIt' due to
conditions above.

Seaman’s Coolness Saves Plane
Guam Heroism Wins Him Commendation

VR-7. Guam—Coolness in an emer-
gency when fire broke out while re-
lmlmg a Pan American clipper won a
commendation for James H. Cole, Sle,
from ComNATSAsIA,

Fire broke out in the vicinity of the
auxiliary power unit in the trailer. De-
spite temporary blindness from  the
flash, Cole reached tllrrmgh the Hames,
turned off the pump motor and closed
the gas valve to the hose. The fire kept
him from reaching the CO, bottle, so
Cole jumped aboard his truck and
drove it, enveloped with Hames, away
from the aireraft betore he himself
jumped clear.

three n‘l! the

If vou look real hard you can see a man
near the top of the tail of the Lockheed
Constitution,
the 50-foot

doing a little polishing  on
Plane will go to
preliminary  testing  flights

Mechs Park 850 Private Planes

Navy Aids Junior Chamber of Commerce

Fitteen enlisted men at NAS Los
Avaazaros added another job “well
done” to the Navy peacetime mission,

On 9 March, 1947, the Junior Cham-
ber of Commerce of Los Angeles spon-
sored the Sixth Annual Breakfast Flight
to Palm Springs, Calif. This event has
experienced a steadily-growing popu-
larity, and this year it reached unex-
|){(t(d plupmtlmn when 850 |)II\ ate
planes took part carrying 2000 guests,

On a purely \ullmtu\ basis, on their
regular day off, 15 men from NAS Los
ALAMITOS agreed to assist in the enor-
mous problem of parking planes in
their The men were
flown to Palm Springs early in the

rudder.

NATS after

assigned areas.

morning, equipped with vellow jerseys
and hehmets, and  briefed on their
duties. It turned out that they were

the only puwnml on hand to do a
really tough }l.lll\lll?_‘ job. They accom-
IJII\]I(I! this in true Navy fashion by
not .suuldumD a h]II!__.](’t \\-‘Illf_f;hp, lllff
men received recognition from all par-
ticipants and were highly lauded by
Col. |. C. Mariott, head of C.AA. for
this area who personally handled the
control tower.

A flight of eight fighters and two
torpedo planes were invited to par-
ticipate. The flight, led by Lt. Comdr.
Wayne Morris. circled the field at least
20 times before finding a clear spot
to land among all the private planes.
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CIVILIAN PLANE BEING PARKED BY EXPERT

The entire gronp of Navy men and
officers were royally entertained by city
officials and the Chamber of Commerce
officials in gratitude for their services,
All hands definitely want to go again!

St. Elmo Haunts NATS Transport
Display Burns Hole in Hotshot Wing Tip
VR-3—The Bermuda NATS flight was
not the only one to have an electrifying
experience last month (see page 243,
Flying over the mountains near Amaril-
lo, Tex., on 12 March, Lt. F. V. Scott
watched a  spectacular  display  of
coron:, m;unIy on his port wing tip.
What Lt. Scott didn’t know was that
his plane was receiving the old hot-foot,
aviation version.  Inspection of the rsp
during its next routine engineering
check showed a small section of the
port aileron frame burned as it by a
blowtorch near the static wick.

Navy to Aid Legion Air Program
Aviation’s Importance to Be Stressed

To promote active public interest in
the importance of a strong American
aviation to world peace and national
security. the Navy has pledged its co-
operation to the American Legion in
4 nation-wide program to promote
peace power through air power. The
Navy's part in the program opened by
Rear Admiral |. |. Clark at the Legion’s
National Aeronautics Conlerence in
Indianapolis on March 20 will be con-
tinued thronghout the year by Com-
manding Officers of all naval establish-
ments and their Public Information
Officers.

A six-point program for the promo-
tion of American air power has been
planned by the Legion. Through in-
tensive aeronautical research, indus-
trial preparedness, a healthy air trans-
portation, an alert aircraft industry, in-
telligent public airmindedness, and
strong air forces, the Legion hopes to
make the United States into the nation
which will be the mistress of the new
sea—the air, The place of the Navy
and the PIO is apparent.

The American Legion’s patriotic pro-
gram affords the Navy an excellent
opportunity to sell the importance of
peacetime Naval Aviation to the public.
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PEARL HARBOR FIVE WINS TOURNAMENT

Pl-‘..\m. Hanrsonr's h.-lrd-di'i\-‘ing entry
in the all-Navy basketball tourna-
ment didn’t travel all the way to Chi-
cago just for the ride. Champions of
the Pacific area, they defeated Moffett
IField, Quantico, and the Camp LeJeune
Marines in that order to claim the all-
Navy championship.

Pearl Harbor was never seriously ex-
tended in winning the tourney. The
57 to 45 margin  over LeJeune’s
Leathernecks was as near as the island
club came to defeat. They downed
Moffett Field and Quantico by 13 point
margins,

Third place winner in the tournament
staged at Great Lakes on March 26
through 29 was the Marine Air five
from El Toro, champions of the
Eleventh Naval District. El Toro eked

j.0out a 58 to b4 victory over Quantico.

The Navarn Am TEcaNican TRAINING
team from Jacksonville won the con-
solation round by downing Moffett
Field 56 to 39. Moffett Field had en-
tered the consolation round by virtue of
a 48 to 40 win over NATB PENSACOLA,

Jacksonville, after losing a 57 to 56
heartbreaker to Camp L(._’I(‘illl(? in its
tourney opener, came back to oust
Quonset Point from the consolation
round 63 to 52. Quonset lost its opening
game to the El Toro Marines 59 to 41.

The tournament was the first all-
Navy sports competition of any kind

@NAVIGATION QUIZS

PUZZLERS

I. Lines drawn through Iﬂu(::-‘s of
wlu;d magnetic variation are
known as lines.
Navigating through a high pres-
sure areq in the Northern Hem-
iSI)llL‘rl‘, one could maintain the
best ground speed by kr_-ering
to the {right or left)
of the center of the eye.

3. Relative to the aperture diam-
eter of a MkV aircraft sextant,
how large should the bubble
diameter be for normal observa-
tions, (%, 1/5, % or 1/6)?

4. The line drawn through places

b

of no magnetic variation is
known as the ... line.
5. How many publications are

necessary to convert a Polaris

observation to Lat.?
6. What is a rhumb line?
7. What is a great circle course?
Note—For more detailed informa-
tion see the Flight Preparation
Series—Air  Navigation, Parts 1
through VII, and the Aerology
Series.

[Answers on Page 40)

HAWAII QUINTET WITH FORRESTAL TROPHY

conducted since 1940. Pearl Harbor,
by winning the tourney, claims one leg
on the James V. Forrestal trophy. Three
championships by any team means per-
manent possession of the trophy.

To enter the Greal Lakes competition
a team had to fight its way to the top
in district competition, Every one of
the eight teams entered at Great Lakes
was a naval district champion.

The Forrestal trophy was presented
to the winning team by Vice Admiral
George D. Murray, commandant of the
Ninth Naval District and wartime head
of the Naval Air Training Command.
Members of the winning squad received
Navy belts with the All-Navy buckle in
gold and silver. Gold and silver medals
went to members of the other placing
teams.

Except for the champions from Pearl
Harbor, the tournament was dominated
by Marine Corps and Naval Air teams.
Four of the uighl tourney entries repre-
sented naval air activities and three
others were from Marine Corps estab-
lishments.

Scientists Have Special Board
To Handle Washington Area Activities

Scientists in aviation and other
branches of the Navy will be selected
for their positions after being examined
by a tmwly—{:rmh:(l Board of Civil
Service Examiners for Scientific and
Technical Personnel.

The hoard consists of five senior
scientists re]n'esentiug the five major
Naval research laboratories—Naval
Ordnance Lab, Naval Research Lab,
David Taylor model basin, Naval Gun
Factory, and Naval Medical Research
Institute.

Mission of the board is to recruit,
examine and evaluate applicants for
scientific and technical positions in
Naval activities in the Washington,
D. C., area. It is the first board of
its kind to be established and will
function under a delegation of au-
thority by Civil Service Commission.
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NATS MYSTERY

I FTY f
course to Patuxent, Lt. V

Hoomissen glanced out of the window
of his big NATS transport in search

[’n:rmud.l on
. F. Van

minutes out of

of a rrpnrtvd shlp Instead of the
expected view of sea and sky, he was
greeted by a searing {=\p}mmn of light.

His immediate reaction was, nght-
ning!”

Betore his copilot, Lt. C. G. Rogers,
and his passengers could get used to
the idea, the wsp-3 was struck four
times. All within half an hour.

When a second explosion followed
soon after the first, the pilots climbed
from 4000 to 8000 ft. This took them
from beneath a ragged and murky over-
cast to an dlll!ude where they occa-
sionally encountered the tops of clouds.
No sooner had they settled to reduced
cruising speed than a third and fourth
explosion rocked the plane. The last
one blinded the pilots and nearly
knocked the vr-1 tr ansport out of con-
trol.

Capt. E. Grant, who was standing
behind the pilots at the time, was em-
phatie in his praise of the crew for

their reactions under emergency con-
ditions. “The lightning,”  said he.
“cansed deafening explosions in the

vicinity of the nose, blinded the pilots
and created a burning smell in the
cockpit. I have been flying for 17 years
and have never experienced anything
('()mp(lrzll)]e.

I had the distinet impression that
the plane was on fire and out of con-
trol. The speed had dmpped to about
125 and the plane was in a climbing
turn. The pilots regained control, the
radioman was uuulv to send his SOS
and all crew members conducted them-
selves in a commendable manner.”

All of the flashes traveled back the
port side. Van Hoomissen described
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OF THE FLYING

the last as having “light red edges
with the center blue-white. The sound
was a delinite boom. No crackle. Plane

shuddered. 1 slowed airspeed to 140
mph. and ordered crew to search for
fire. The smell of ozone burning filled
the cockpit.” Since the occurrences re-
sembled explosions, the pilot logically
suspected the cockpit heaters and dis-
connected them.

After the fourth explosion the pilots
boosted altitude to 12,000 ft, proceed-
ing without further incident,

Back in the cabin the passengers had
felt the big transport shudder under
the shocks and saw the balls of fire
Hash down the fuselage. They, too,
had thought the plane was on fire.

Upon -ll'll\dl at Patuxent close in-
spection revealed that nearly one and
one-half sq. ft. of the port elevator at
the static discharge wick had blown
out. A one and nmuh.zli* inch hole was
burned in the bottom of the starboard
elevator. Bonding  wires throughout
the plane were in excellent condition,

Once the full reports of crew and
passengers were in, the argument be-
gan. Was it static eleetric ity or did
In_{hlmnu strike four times in the same
place?

The first two loud reports occurred

STROKE RAN DOWN PORT SIDE, OUT TAIL

while flying in light rain, temp. one de-
gree C., 1AS 190. No lightning had
been seen except at a distance. The
third and fourth explosions oceurred
at an IAS ol 160, minus 7 degrees C,
and light rime ice and snow:. Strangely
enough, radio communications had
been unusually good during the emer-
gency, IIl(l]L'tllIlU that static discharg-
ers were U]lu.mm_ efficiently.

Some investigators believed that
static (h.twc built up while the air-
craft was flying in precipitation. They
reasoned that the static charge in-
creases in p()tenrinl as the temperiture
decreases and the amount of charge
commumnicated to the ;I.il'p]rillf: increases
with its size and with the cube of the
plane’s speed. At the time of the worst

SHORT CIRCUIT

discharge, conditions were
static fnmmtmn,

Other investigators believed that the
plane was passing through fields of
charge “variable in intensity and with
gradients almost strong enough to
ionize the atmosphere.” Entering the
field, the transport replaced part of the
normally high impedance space with
a dead space. “shorted out” high
gradients of charge and thereby itsell
caused the four bolts of lightning.

These gradients also existed some-
what parallel to the line of flight as all
the ares took place between the nose
and tail, as seen from the damaged
elevators and loop housing. Had the
aircraft Hown perpendicular to a high
gradient, small holes or other damage
would probably have been found at the
W mg lll)h.

favorable to

LIGHTNING LEFT WIDE HOLE IN ELEVATOR

Although wsp transports are capable
of building up as much as 500,000
volts, this is relatively small when com-
p.uecl to the c1p.|eitv of cloud-to-cloud
or cloud-to-earth ]lghtnmg ComNATS-
Lant, who conferred with NRL and
BUuAER, also believed it possible that
the transport “triggered” the four
strokes and that damage might have
been eumulative. Inter resting was the
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fact that the radioman had just keyed
his set on CW at the time of the worst
explosion.

Although a pilot should try to evade
areas of obvious electrical turbulence,
his only hope on entering such a field
is that his aircraft doesnt become a
shorting-bar. Poor bonding, also, will
cause internal uarcs, multiplying the
danger of fire. '

Precautions which should be taken to
avoid or lessen danger from such occur-
rences, outlined in the NACA's T. N.
21001, were cited by BuAgm,

1. Avoid flight through or near tower-
ing cumulus or cumulo-nimbus clouds,
especially at levels where the temperature
is from —10° F to 40° F. It is preferable
to keep at least 2,500 feet away from such
clouds.

2. Avoid flight through moderate or
heavy rain and/or snow, sleet, hail or ice
crystals, particularly if from cumuliform
clouds.

3. Reduce speed if in precipitation,

4. If you know the terrain, seck a lower
level where temperatures are more than
407,

5. If the aircraft has a trailing wire an-
terma or tow target cable out, reel it in.

BuAen has a _'compruhousive research
program to investigate lightning hazards
to aircraft and the best means of protec-
tion. Tt is being conducted at a special
research hangar at NAS MinnearoLss, us-
ing a 5,000,000-volt artificial lightning
gel)wr:ltnr, {NANuws, February, 1946, p-
23

Trinidad Entertains the Fleet
Station Makes Its Facilities Available

NAS Trinman—CGetting the air sta-
tion ready to receive the Fleet when
it was in the Caribbean recently on
maneuvers took a lot of work and 'i,];m-
ning that does not always show.

The Ship’s Service, for instance, got
in a big stock of articles from neighbor-
ing countries and islands, as well as
locally-manufactured souvenirs, to meet
the demand.

The excellent [acilities for athletics
and recreation on the station were set
in order and a well-rounded recreation
schedule planned for all hands. The

Aviation Petty Officers’ Club opened its
doors to petty officers of the Fleet. An
of calypso songs and rhumba

evening

ADMIRALS BLANDY, CASSADY ON LANDING
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It's tue LEVTE'S turn for a Mediterranean assignment,

The Levte, one of America’s

newest Essex-class flattops, is scheduled to head the Fleet that will conduct training

games in the Mediterranean this spring.

It is anticipated that the Levte will visit

Gibraltar, Naples, Crete, Istanbul and Alexandria during her training cruise in Euro-
pean waters.  Previously, the Roosevelt and Randolph heve visited the Mediterranean.

dances highlighted the Commissioned
Officers’ Mess program,

Fleet planes landed at NAF WaLLER
Frern, except for three planes from the
Missouri which moored at the seaplane
ramp. Main scene of athletics was at
Rainbow Canteen, Scotland Bay, which
can handle 4,000 persons. The beach
has three floats, diving tower and a
mile of swimming beach. Barbecue pits
are protected against the weather and
there is a baseball diamond, tennis
courts, softball fields, badminton courts,
horseshoe pits, boxing ring, 12 punch-

HORSESHOE PIT IS POPULAR AT TRINIDAD

ing bags, basketball court and complete
gear locker,

Adjacent to the softball diamond is
Knox Zoo with its displays of reptiles,
birds and animals of the island, a ma-
jority of them captured on the base.

Wire Records Anti-Sub Operation
Analysis of Training Problem Is Made

VP-MS-2—A record library of wire
recordings made while flying PBM’s on

ASW sonobuoy flights, has been estab-
lished by this command at NAS Sax
Ditco.

Upon completion of each ASW flight,
the wire recording is played back in
the presence of the crew and ASW
training officer for comment, instruction
and recapitulation. A collection of vari-
ous type problems will be made under
actual operating conditions for reference
in future training. Interphone com-
munication is included on these record-
ings, review crew voice pm{-cdure.

Calling All Historians

During the war, when an histori-
cal unit was created in DCNO (Air),
it found itself constantly having
trouble in going back to pre-war
days to find the origins of things.
To avoid such a condition in the
future and to provide for continuing
historical coverage, ACL 22-46 and
T1-46 were issued requiring all ships,
stations and units concerned with
Naval aircraft to submit quarterly
historical reports.

Many units, notably ships, have
not submitted histories, apraruntly
through confusion as to their re-
quirements. Beeause these reports
form the sole continuous narratives
in which achievements and other
events are recorded and in which
the units can set down what they
want to have remembered, all are
urged to have them prepared and
submitted regularly. Instruction may
be found in the Manual for Histori-
cal Officers, NavAer 00-25Q-26.
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_HURRIES HIS

LATE To TwheE LINE,

UNTIiL HE HAS CoNSIDERABLE
EXCESSIVE. SPEED WHICH
HE

IS ABLE To REDUCE wiTH ?g B‘RKS ;;?’;

ENS. T00 SWIFT,

Moral: Taxi Slowly and Carefully!
aNaLysis of taxi accidents

N
A shows that nearly all of

them are caused by neglect of
the simple safety precautions
‘mghl the pilot from the begin-
ning ot his flight training. This
carelessness miy be t]u‘ oul-
growth of bad habits or it may
result from a temporary lapse
of safety consciousness. In the
event _\;:HII tall vietim to either
of these you will get into trouble
as is clearly illustrated in the case histories presented below,

To keep out of trouble and help eliminate or reduce this
tvpe of accident, you must taxi at a safe spt‘ed clear taxi
tract visually (S turn in single-engine planes), use brakes
intelligently, respond properly to taxi signals, and be con-
stantly alert for hazards along the taxi route. For more de-
tailed information on taxiing read and understand Flight
Safety Bulletin $16-45. For thorough knowledge and un-
derstanding of day and night Standard Aircraft Taxi Signals
read and review the Taxi Sense pamphlet.

CASE | A TBM pilot received taxi instructions from the
control tower and proceeded to the take-off runway. Prior to
reaching the take-off runway he noticed his right wing
lowering, He applied right brake as a corrective action;
this action proved ineffective, so he applied both brakes to
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bring the plane to a stop and because he was using ex-
cessive taxiing speed the plane skidded and nosed up. This
resulted in sudden engine stoppage and prop damage.

CASE Il An rer pilot made a successful carrier ap-
proach and landing. The pilot then came out of the arrest-
ing gear in a normal manner. After passing the barriers,
he misinterpreted the plane director’s slow down signal for
emergency stop and applied full brake causing the plane to
“nose-up.”  Net result—bent propeller, sudden stoppage to
engine, and bent speed ring,

CASE Il A |RF pilot left the parking area on an au-
thorized familiarization flight. While taxiing to the take-off
runway, he decided that the brakes were not working el-
ficiently and he requested permission from the control tower
to return to the I‘hil’]\llil’ area.  Permission to do so was
granted by the control tower and the plane returned to the
p.ulximb area. Upon reaching the parking area the pilot
attempted to turn and taxi between two columns of aireraft.
The turn was started to the right and the pilot was unable
to stop the turn with brakes or engines. This inability to
stop resulted in a collision with a parked jp-1 aircraft.
Brakes were checked a few minutes after the collision and
worked well enongh to have averted this accident.

CASE IV An rer pilot in the Organized Reserve de-
parted on a rocket firing practice flight. Upon completion
of the firing runs the ﬂlglu returned to the field. The pilot

made a successful I.mdmb and made a right turn off at the
end of the runway. The pilot taxied down the taxi- -way for
275 ft. at an excessive rate of speed at which time he saw an
¥6F (which had been stopped on the taxi-way so that the
ordnance gang could unlmclf a fouled rocket), to the left and
10" away. He applied brakes but hit a parked plane.

Restricted



Rl-:n TAPE is the inevitable bugaboo

of every large organization, mili-
tary or civilian. Given enough of the
stuff, an organization will slmm_‘lv it-
self or at least its efficiency.

Realizing that, the Navy's air plan-
ners at war's end established a unit de-
signed to smooth out and speed up
relations between field activities and
Washington ]w.u]qu.ulm Unofficially
officers comprising the unit call tlwm—
selves legmen for the Navy's aeronauti-
cal service. '

The admiral. who as special assistant
to the Deputy Chief of Naval Opera-
tions for Air has headed the unit since
its inception, describes his activity as
“Washington  representative of  the
pe()])h.’ in the field and spotter of in-
cipient disorder for DCNO (Air).”

A handful of senior air officers, quali-
fied in administrative procedure but
young enough to be completely familiar
with and sympathetic to squadron and

air group problems, make up this tape
(uttmtr organization. During the past
year th(’\' visited virtually everv naval
air activity in continental United States,
the Caribbean and Pacific areas.

Field Trips Bring Real Results

Those trips have been highly pro-
ductive both for the feld stations
visited and for the Navy Department.
Here's an example of how their work
pays off. One officer, when he visited
Cecil Field, found local personnel need-
ed a commissary store, Curtailed bus
transportation to Jacksonville and lack
of store facilities locally made shopping
an all-day chore. Formal recjuests
seemed llupclcwlv tangled in red tape.
Station morale, reflected from the wives
in the kitchens, threatened to slip and
sl:p badly.

Back in Washington a few days later,
the officer reported the situation. A
few telephone calls to the right places
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by the right pt‘upl? cut the tangled tape
and a commissary store was authorized,

When a DCNO (Air) field survey of-
ficer comes aboard a station he immedi-
ately sits down with the senior officer
|"}l‘t.‘h"[.‘11l for a ftull discussion of local
problems. Then he begins a firsthand
study of E]w situation.  Being able to
tulk the flyer's !.mgu ige helps.

To get all the facts ‘these aeronautical
legmen cover a lot of ground and talk
to a lot of people, enlisted men as well
as commissioned officers. In an average
month field survey officers visit a dozen
different activities.

After every trip they come back
laden with wtlm'\ts (,ngm/.mt desks in
BuAer and DCNO (Air) are contacted
and problems dissolve or are forestalled
before they've had time to become
troublesome.  Sometimes the problem
is as simple as checking an unanswered
request on a personnel matter. It'’s
all part of the aviation troubleshooter’s
duties in keeping BuAer and DCNO
(Air) informed and forwarned. The
fundamental purpose is preventive. It's
all a matter of getting the information
quickly and Lurrccllv and getting it to
the right places at the right time.

It soon became apparent to field sur-
vey officers that a comprehensive study
of instrument flying proficiency and in-
struction was needed. Theyv immedi-
ately established an instrument flight
stendardization  board  consisting  of
three highly qualified naval aviators to
make the study.

Tn coMmpILE a statistically accurate
picture of the overall instrument fly-
ing situation, it was necessary for board
members to visit 81 different naval avi-
ation activities in the United States and
Hawaii. On each station they flight
checked a representative group of in-
strument rated pilots.

At the end of seven months they had

the complete picture, and it was an
alarming Many Naval aviators
were unfamiliar with acr 19-44, the
Navy Bible on instrument flight qualifi-
cations and t(-x|un(‘m(‘nls ()th(*:\ were
not logging the required three hours of
actual or simulated instrument time per
(Juarter. Too many aviators were de-
ficient in minor phases of procedure.

one,

Instrument Flight Situation Improved

In the course of their survey, board
pilots werent too husy to give the
field activities a hand in writing stand-
ard syllabi for instrument flight train-

ing. Standard forms for instrument
rating flight checks were left with each
station. Assistance along these lines is

still available on request through CNO
(OP-55T ).

The overall instrument flight situation
began improving immediately. Today
every Fleet and Field command has an
instrument flight standardization board
working on the problem. With the de-
velopment of ground controlled ap-
proach and other new le(‘hmqum in-
strument pmh(‘nm\ is nnpcr.ltl\ e
There's no place in modern day naval
aviation for ]]l]!]t\ who are not pro-
ficient in their instrument work.

HE INSTRUMENT Hight story is just
T one of many examples of the work
being done by DCNO (Air)’s field sur-
vey officers. They spot a problem, they
stl:(l} it and, when they have all the
facts, they move to correct it. That's
their mission.

Reports on every field trip are filed
for readv use. Needless to say they
provide fodder for frequent discussions
and are a constant and valued source
ol information to the front office plan-
ners. The unit also SII]]['I“{.'!H technical
assistance on aviation matters to the
Naval Inspector General’s Office but is
in no way a part of that organization.
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RESERVE STATIONS EMPHASIZING FLIGHT SAFETY

FOUR RESERVE PILOTS AT NAS ANACOSTIA PLAN ROUTE FOR THE DAY'S PROJECTED FLIGHT

HEN A MAN plays golf for a
living, each shot is carefully
planned and executed. The golfer plays
to the best of his ability every round.
But let the man who makes his living
in a more conventional manner play
weekend golf and see what happens.
To him the game is merely a form of
self-expression, a sort of pop-off valve
—let the golf balls fall where they may.
The same parallel too often can be
drawn between the Naval aviator who
makes his living flying, and the Re-
serve pilot who flies only once or twice
a month. It seems that for a certain
few returning Reserve pilots, weekend
flying acts as a release.

All previously retarded inhibitions
and impulses come storming to the fore
and flight safety regulations merely
present a heady challe nge. It is "helgh
and make merrie today, and tomorrow
back to the mahogany desk”; but too
often, tomorrow is Spent in a mahogan}'
box—for flying remains a serious game
whether pr;wtised full-time or part-
time.

This loose attitude on the part of a
few Reserve pilots results in violations,
violations result in accidents and a
“tightening up” on all pilots by Com-
manding officers. When reports come
in like this, “One fatal accident oe-
curred when the pilot of an SN]J
crashed while engaged in low flying
outside his assigned area” and this,
“Two pilots were killed when a slow-
roll was attempted at very low alti-
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tude”; then reports go out like this:
“During the period from 15 October,
1946 to 19 November, 1946, the Naval
Aviator Disposition Board disenrolled
and revoked the wings of eight Naval
aviators.

“Ome pilot’s classification was changed
from Hight officer to ground officer and
three Naval aviators were placed on
probation for periods of from six months
to one year —all for violations of flight
rules.

If you wish to see why this “tight-

ening up”, read: “The overall accident
rate of 9.80 accidents per 10,000 flight
hours for December, 1946 shows a
gratifying decrease in comparison with
the 21.40 accidents per 10,000 hours
for the previous month.”

Escerpts from station newsletters for

February follow:

® NAS New Onreans—The remainder of
the fiscal vear has been divided into seven
2-week periods for training dut\a for the
Organized Reserve, commencing 23 March,
A large percentage of the officers have
applied for definite periods of training
duty, but the uncertainty of obtaining
leave from their jobs has so far prevented
a fair percentage of the enlisted men from
committing themselves.

® NAS JacksonviLLe—One of the winners
of a free plane ride at Operations Reunion
was John W. Hastings, 80, who had never
ridden in an '4Erpltr_w Upon his return,
Mr. Hastings expressed a desire to enlist
in the Naval Air Reserve as a Seaman.
U Ilfl‘lllill-llul\“. due to the age restrictions,
the Recruiting Officer was unable to accept
his enlistment.

® NAS OaxvLaxp—This station became the
first of the 22 stations of the Naval Air
Reserve Command to hold a two-week
active duty period for officers and men. A
survey taken the previous month had in-
dicated that the dates from 6 to 20 Febru-
ary would be the most ]mpul;ir, since
schools were not in session at that time.
About 200 officers and men participated
in the program of flying and ground
lr':‘ll‘lli“l_ IJ!IUt\ Hf_\\' an d\lr(l"f' ()1' RJI I
hours during the two-week pe rlml There
wereg 1o pcrsmmﬂi injuries and rm]_v one
I]Illll[' \‘-T(.'l'l-lll].‘il'\r' (iil“l;lgl'(l.

@ NAS Souvantusm—With the arrival of the

SIGNING YELLOW SHEET BEFORE TAKE-OFF APPLIES TO RESERVE AND REGULAR ALIKE
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GCA personnel and activation of the Unit,
considerable  publicity will be received.
Aviation editors of the Boston papers are
(u \prt's‘;mg an early interest and articles are
now being |:|.m1u‘r1 for news releases.

® NAS SeEaTTLE—A surprising amount of
interest in the Reserve program has been
discovered in the 30- to 40-year age
bracket. I“n"m\lm, A1 Asser m|11\ at a voci-
tional school, two teachers r-\prcs\ul their
desire to enlist as AS. Their reason was
that the bovs would get ahead of them
llu‘:zugll the training l]lv_\' would receive
un new and expensive equipment to which
the school would never have aceess. One
team was making a call in answer to a
letter from a 17-vear-old boy. It was dis-

covered that his 17th birthday was a
month efl but his lather was sworn in,
and in a month bhoth father and son

will be A.S. in the same squadron.

® NAS Minxearoris—A volunteer Wave
unit is in the process of organization on
the base. Enthusiasm is rlnnlillg ||ig|l
among  ex-Waves, Two  hundred  girls
attended a meeting Thursday, February
27th and twenty-three were signed into
V-10, It was imlur-\ﬁil e to process more
that evening, slan of training is being
formulated for Iﬁw ex-Waves and they
have been encouraged to volunteer their
services at the base. Twelve girls are volun-
teering their weekends to work with Link
trainers. Additional girls are working in
operations and twenty have volunteered
for duty with the VR Squadrons as or-
derlies on scheduled hops. Many of the
lnr]s are melnnﬂ to take adv antage of the
two weeks active duty period this summer,

@ NAS St. Louis—Excellent publicity was
obtained from the offer to the general
public to come out to ()peratwns Reunion
and take a war souvenir off of a Japanese
carrier-based plane. The hulk of the plane
wis ‘iptll‘tt‘d in the hangar and a few sur-
veved hammers left lving about. The
visitors turned to and reduced the fllsdm[‘
of the plane to a skeleton. All newspapers
used this dllglt’ for a lead line on post
Operations Reunion stories.

® NAS Muanu—Interest in the local Naval
Air Reserve program has suddenly increased
to n markcé degree, whether due to the
numerous publicity angles tried by this
activity or the fact that more ])(:Opl(.! need
extra money these days is not known. The
Commanding Officer has declared all roll-
ing stock available to any station personnel
for the purpose of recruiting Reservists.

® NAS Dexver—This station is going
through all the trials and tribulations of a
newly-formed unit. Though all efforts
have been somewhat |1am'ps-re.d by the
scarcity of office supplies and personnel,
things are shaping up. One hundred
thirty-five qualified pilot applicants were
interviewed for cvec-53 and the comple-
ment was filled within rank structure, with
the exception of nine ground officer billets.
Those pilots not selected for the Air Group
were put on an Associated Volunteer
Status, and as soon as possible, request for
orders will be submitted to assien these
men as Associated Volunteers with cvec-53.

® NAS Arcaxta—Rear Admiral Ewen,
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while on an inspection tour of this station,
uppc&tr(‘d on two 15-minute radio programs.
Le featured the Valentine Day program on
Enid Day’s Davison’s hour, the oldest and
best program on WSB. His vivid and
colorful description of the Naval Air Re-
serve Program eammed tor him the title of
the best radio ]wrs:mu]il_\ ever Lo appear in
the WSB studin.

Two aircraft accidents oceurred during
the month, one on the station and one in
the area east of the feld. There were no
injuries to personnel.

® NAS Ovarne—~The recruiting bus has

now heen operating three weeks in Kansas
Clity,

Missouri and Kansas City, Kansas,

without the transter of funds, and when
Fort Wayne, a Detroit Army post, closed
r».-.-cmll_\- a tremendous amount of auto
and truck parts which had been declared
by the Army to WAA was appropriated.
It was necessary to have included in the
parts received some items which were not
in use on this station, but these parts were
in turn transferred to other government
activities which had need for such pieces.
® NAS Guesview—A battery ol tests in
the varions rutes were administered the
Organized Reserve on their drill periods
lhl‘l-mgll the month of February. These
pointed to the fact that because of neces-
sary .‘-«'[J(:‘.L'illiliL‘!i created due to CImMer gency

VETERAN OF TWO WORLD WARS, LLOYD L. OWENS TAKES FIRST PLANE RIDE WITH HIS SON

and is now working the small towns in an
area within a 50-mile radius of the station.
Results to date have shown that the drive
for recruits in this manner is very effective.

® NAS Los Arasrros—Recruiting is under
way full speed. Close liaison is maintained
with 11th Naval District Recruiting Offices
and forces are joined to cover varions
activities in this area. The District Mobile
Recruiting Unit came aboard for Opera-
tions Reunion and had a successful day
bringing in V-6 inactives.

® NAS Nosrork—An all-time high was
reached when our pilots Hew a total

8927 hours for the month of February.
Air Group 60-E continued to be the
“Endurance Boys” 1i]ing up the greatest
number of hours }]nwn per pilot. The
group had an average of 7.8 hours per
pllut with the VF qqu'ldmn leading with

8.1 hours per man.

® NAS Crosse ILe—The Transportation
Department, beset with the virtually im-
possible task of operating its vehicles with-
in the Station maintenance fund, has had
its problems solved by an alert Supply
Officer, who utilized the provisions of
Public Law 627 of the 79th Congress and
AlNav 444, The statute authorizes the
transfer of government-owned surpluses
from one gm'ernn]x"m ;lL.'tivit_\,' to another

expansion, very few men know their rate
under peacetime standards. On the basis
of what was learned from these tests, en-
listed training is placin!i these men in
classes covering their weak points to bring
them up to the standard required of them
in their respective rates.

® NAS MemrpHis—Peacetime training with
Army, Navy, and Marines participating got
under way in a joint operation on 2
February wherein Brandywine Island—in
the Mississippi river near Memphis—was
the scene of action. Although the outcome
of the simulated battle is still in doubt, one
point was clearly demonstrated: Much was
accomplished for training purposes.

® NAS Sax Dieco—Official word has been
received from Chief of Naval Operations
that this reserve unit is to be deactivated.
All training was cancelled as of 16 Febru-
ary and the Squadrons were transferred
to NAS Los AvrayiTos.

® NAS Anacostia—Reports covering man-
hours of instruction for the month of
February 1947, show a satisfactory in-
¢rease due to the change in drill periods
from two separate days a month to one
complete weck-end for each squadron.
Because of this increase and other work-
ing advantages it is recommended that
this program be continued in the future.
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ARMY, NAVY SUPPORT
AERONAUTICAL BOARD

Wm'\ the \rmy announces '.uhnl)liun of the knot in air
navigation—or when the Navy discloses that Army,
Navy and civilian agencies are c:ml)m ating to achieve all-
weather flying at thv Landing Aids i*\p(nm('nl Station,
Arcata, Calif.—readers often wonder what machinery has
brought about these joint enterprises.

\Lilla”). such activities are not the result of chance.
Since 1916 the air organizations of the Army and Navy have
supported the Aeronautical Board, whose function is to
coordinate and standardize aeronautical matters for both
services,

Reorganized several times alter its inception, the Board
has dl\\.u\ covered the entire jooint aeronautical field. Orig-
inally, it was organized to study the development of an
;lil’.\'llip service.

Gradually its area of study broadened to determination
of general puh(\ Through the years it progressed to pro-
grams and budgets, cross pml.uwrm’nt, supply and main-
tenance ]_}lt:h]un.s. plants cognizance, the standardization
program and joint development of specialized equipment.

The Aeronautical Board was placed under the direction
and supervision of the President in a military order signed
by the President as Commander-in-Chief in July 1939,
iJullll-' the war its functions were largely p('lfnrmwl by
several committee structures consisting of the Joint Aircralt
Committee, which included United Kingdom representation,
Munitions Assignment Committee, (.nlaer\ ation Committee
(ARCO), Aircraft Scheduling Unit, Aircraft Production
Board and the Standardization Committee of the Board.

At the end of the war in 1945 the Aeronautical Board
was reorganized for peacetime planning, substituting ap-
proxim lt('lv 90 committees and sub-committees for the 300
formerly operating under the Joint Aircraft Committee and
other major coordinating organizations.

The board studies and reports upon all aeronautical
matters referred to it by the Secretaries of War and Navy,
the Commanding General, AAF, DCNO(Air) or the Chief
of BuAer. It also initiates studies of any such matters as it
deems necessary, '

Decisions of the Board are forwarded to the cognizant
service in the form of Aeronautical Board directives. All

recommendations affecting joint Army and Navy policies or
plans relative to national defense are referred to the Joint
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Chiefs of Staft for consideration before submission to the
Secretaries of War and Navy for action.

Matters affecting the procurement of material in time of
wir are submitted to the Army and Navy Munitions Board,

L]E‘hf main 5upportlub committees assist the Aeronautical
Board in pe rh)lmmg its functions. These committees cover
Plans and Policies, Research and Development, the Produc-
tion program, z\n‘t_mll Radio and Electronics, Aircraft
Ordnance and Armament, Snppl}' and Maintenance Require-
ments, the Artn_v—Nzl\j.uCi\'iI Committee on Aireraft Design
Criteria and the Working Committee. -

Wmm done by the Production Program Committee and
the former Industrial Planning Committee furnishes
a good example of the elimination of duplication and ex-
pense in the production of aircralt and aeronautical material,

During the war both services used Pratt-Whitney and
\\"ri_ghl engines. Rather than dl:p]ic;ltt-- inspection and con-

USE OF ANA STANDARDS SPEEDED COMBAT AIRCRAFT PRODUCTION




the issuance of new standards. That the standardization
program is not complete is illustrated by the fact that a
recently designed Navy fighter contains 370 types of screws
of which 130 are manufacturers” standard and the remainder
AN standards.

The war expedited the standardization program and there
are now many Army-Navy Aecronautical Standards in elfect,
They number TT-‘3'speciljuulimls‘ 1248 drawings and 190
bulletins. There are over 800 projects in the proposed and

TONTEREE] = coordination stage. Use of existing ANA standards is manda-
OF STAFF g tory in the procurement of aireratt accessories, spares, parts

or materials,

Tl-m Strauss-Draper Report, a recent impartial survey by
Army-Navy personnel, was highly complimentary of the
board’s work to date. All personnel on the Working Com-
mittee have been admirably non-partisan in the standardiza-
tion program. Frequently Army personnel  will support
BuAer in a conference called to settle some controversy,
or a Navy member will support the Air Material Command
of the Army Air Force,

Some of the other government organizations and agencies
with which the Board cooperates are the boards of Joint
Research and Development, Army and Navy Munitions,
Joint Communications, Army Navy Petroleum, Army-Navy
Joint Specifications, Federal Specifications, the N ational Ad-
visory Committee for Aeronautics, the Civil Aeronautics
Administration, ONR, Navy Bureaus and Army Services.

In addition the Board works closely with non-government
agencies such as aircraft manufacturing and technical so-
cieties, in connection with the standardization program.

Recent estimates indicate a large amount of economy has

been obtained through Aeronautical Board activities.
' While it is realized that operational results rather than
HF. BUSHIPS sucrmonics financial econemy is the ‘guverning _tfe;:tnrc in any aero-
| = nautical program, the savings in civilian and government
| economy due to closer Pracrical coordination and standard-
ization must always be given due weight.
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IAMC = The Aeronautical Board structure is considered suitable
for expansion to a combined Board to include Allied rep-
i resentation in time of war and it might readﬂy be used as a

INR £ pattern for other line produet organizations.

—= The Aviation History Unit, Op-50-p under the Chief of
Naval Operations, has recently compiled and written a com-
plete history of the Aeronautical Board from its inception in
1916 to its status at the end of 1946,

\ N

|

NICAL STATE & TREASURY = To be printed and gub]ished alt a later date by !the
s rcs = Government Printing Office in Washington, D, C., the his-
s cgmikﬁfﬂ,!.s g T :E_ tory will describe in detail the origins tl% the Board, its com-
s = mittees and accomplishments. Its appendices will include
copies of basic documents and will list all cases studied.
tract relations the Army and Navy set up a system of cross-
procurement wherein the entire output ol Pr;lt-t-\’\/hitne_\fr
were procured by the Navy and that of Wright by the
} Army. This coordination saved both time and money.
._ The Working Committee performs all administrative

duties connected with the Board and its committees and
acts as the coordinating agency in the standardization
program, Its senior Army and Navy members are the Sec-
retariat of the Board.

HE Army Air Forces and the Bureau of Aeronautics
realized long ago the need for standardization of equip-
ment, materials, designs and processes. Though there were
two air services, there was only one aviation industry
which would be burdened with troublesome and expensive
problems if working to two sets of standards.
Approximately two-thirds of the standardization effort is
expended in maintaining existing standards and one-third on

BOARD SPONSORS JOINT EXPERIMENTS IN ALL-WEATHER FLYING .




TOSS BOMB DIRECTOR EASES SIGHTING PROBLEMS

CHARTS SHOW GRAVITY EFFECT IN NORMAL BOMBING, HOW PILOT AIMS ‘OVER' FOR HIT

S[‘H TATORS at recent air shows
throughout the United States hav e
seen the wraps taken off the N
relatively new technique of toss bomb-
ing. Navy fighters and bombers, making
demonstrz |t|m| runs, have showed In;ll
accuracy in bombing small targets.

To witnesses of these h()mbmg runs,
the amazing thing has not been the
but rather the method of
By literally throwing their
rockets at a target, aircraft
able to release at oreater
altitudes and ranges than ever were
possible in ordinary dive bombing,

In toss Imnll}in}; the bomb is auto-
matically released during pull out. This
toss compensates for ‘the effect of
gravity and air resistance which, in
Grdmaly dive and glide bombing, cause
a bomb to fall short.

Fasy aiming and increased accuriacy
are not the nniv advantages, however.
Short, high qpetd bombing runs and
long range drops keep the pilot out of
short range AA fire. He is a target of
long range AA for a much shorter
period of time,

Use of this technique completely
eliminates memorized sighting allow-
ances and strict adherence to dive
angle, speed and release point required
in conventional dive and glide bomb-
ing. The only requirement on the pilot’s
part is to be able to dive an airplane
and line up the target in the sight.

The Bomb Director, MARK 1 Mod 2-
AN/ASCIOA, does all the work. An
electric computer in the bomb director
reduces the “human element” to
achieve greater accuracy. The computer
automatically releases the bomb at ex-
actly the rlghl‘ instant during pull out
to score a hit.

The bomb director takes into con-
sideration the distance from plane to
target, velocity of the plane, angle of
dive, number of G's exerted in the
pull-out and the ballistic coefficient of
the bomb. With the exception of a few
settings before take-off, all of this in-
formation is obtained :11|lnmalica]|};.

Navy \

accurac \_-",
bombing.
bombs or
have been
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Upward velocity needed to toss the
bomb to the target is caleulated from
this information by the computer. Vari-
ations in the rate of pull-out are taken
also into account,

The pilot’s only concern is to pull
out so that from two to six G's are ex-
erted. The bomb is given an upward
and forward velocity or toss which
causes it to stay above the plane’s flight
path toward the target.

Force of gravity and air resistance
bring the bomb back to the original
Hll'ht path at its intersection \\’lth the
target. This is illustrated in the dia-
gram below.

When the bomh director has made
its computations, an indicator lamp
goes on in the cockpit. This tells the
pilot that he may make his pull-out im-
mediately, or at any time farther in the
dive,

cruar sighting runs, during which
A the computer solves its pmblem

t{lke a m‘.llTTTI”In (‘.If §ix be(.()lldg In most
cases t]l(" runs are {'U]l.‘iidel‘{ll]]\r’ .'ill('}l'l("r.

CAGE AND
/ UNCAGE GYRO

PUSH e

RELEASE BOMB
SWITCH

/

PULLUP AT 2 T0 6 G'S ANYTIME AFTER
INDICATOR LAMP IS LIGHTED

INDICATOR LAMP LIGHTS

An added advantage is that time re-
quired for computation is reduced when
attacks are initiated closer to a target.

Under ideal conditions, pilots need
only to line their sights on a collision
course with a target, press the bomb
release switch and pull out sharply after
the indicator lamp goes on. The bomb
director does the rest.

The director works equally well with
rockets, and latest models permit the
pilot to select bombs or rockets by the
flick of a switch.

Designed to increase accuracy and
.‘iilfl‘t_\' for ﬁghmr bombers, the {!{lllj]_‘l-
ment works equally well in dive and
torpedo bombers, Helldivers and Aveng-
ers can make “clean” fast dives .md
glides recovering well out of range be-
tore enemy AA can track and luc'

In tm\ bombing all problems are
eliminated except allowances for wind
and target motion which must be made
by the pilot. The technique permits
varied approaches and actual releases
from as high as 8,600 ft.

Pmctlc.ﬂl\r any maneuver may be
used to enter a dive except a spllt =i
or a steep bank which would tumble
the dive angle gyro. Dives may be
made at any angle between 15° and
T70°. ’

When steady on target the pilot
initiates (*nmpnh'r action by presam“
the bomb release button and holding.
Altitude and angle of dive are auto-
matically measured by an altimeter and
gyro which feed this information to the
computer. When the plane has traveled
approximately one-sixth the slant range

ELEASE SWITCH ANYTIME
AFTER BOMB ORROCKET 1S RELEASED
BOMB OR ROCKET RELEASED AUTOMATICALLY
INDICATOR LAMP GOES OUT

/
/

S
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to the target, the computer has made
all necessary computations.

The indicator lamp in the cockpit
then lights up and the pilot may pull
out any time. However, he must hold
down the bomb release button until
his bombs are released. as signified
when the indicator Limp goes out.

If flak or bumpy air causes the aim
to get off target, release of the bomh
l)utt(m will pu‘\vnl the bomb from
dropping and reset the director for

another run, This new run mav be

started imnlvdi;lk-’fl\' without pu”imj out,

The range from which bombs may
be dropped is dependent upon the
speed of the airplane. IHigh speed

-

TOSS BOMB DIRECTOR 1S LIGHT. COMPACT

p];m(-‘ can llpl'l';iln' al luu-' ranges and
shallow .llll’l[’\ since they can "i\{ i
bomb a LI[“.lt('l toss than s]n\ul Il[ mes.,

Slower planes must shorten the range
either by lowering the release altitude,
or if h'lﬁ}l altitude releases are desired
by using steep dive angles

Iieleaw of the bomb would occur al
an altitude slightly lower than five-
sixths the altitude given if pull-out were
made as soon as the indicator lamp
came on. Operations above the maxi

mum listed altitude will cause ‘shorts.”

x\lthmu_,h the Navy is significantly
cautious in making claims for toss bomb-
ing, the new system may well change
the course and tactics of naval war-
fare. Too many combat reports tell of
pilots diving to dangerous altitudes in
order to eet hits on well-armed targets.

NAS JacksonviLLe—Beneficial sugpges-
tions made by air station employvees during
10486, it is estimated, will result in an an-
nual saving of $776,568. A total of $11.-
624 was paid to 206 air station employees
during 1946 under the Beneficial \nqga-x
tion ]‘ungrmn.

MCAS Evr Toro—Here's how Headquar-
ters Sqlr:tdrun Marine Air Control Group
Two describes its Maintenance Officer:
“. . . he wears the uniform of an aviator,
hut his soul is that of a ernsader, and his
face around Public Works is as familiar
as one of the fixtures.”

VR-1—Some inquiring soul dug into the
maze of VR-I's paper work and cams
up with proof that the post war period is

upon us:

Pieces Official Correspondence 4
Received and rout 363
Prepared and mailed ot 1
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ATORS LEARN TO RUN A SHIP

AVIATORS HELP TO NAVIGATE THE CARRIER

Tt ]II|-3|~\ watehing  the ~1||I|I~
FI'I!‘_;'_[III' roen ETANIeSs ol i homber
pilot tracking a target in CIC were
-!||r|||',[ the

Farawa trom the

no  ursial \lglut» recent
crnise of the U.S.S.
Marianas to the Howanan Islands,

The carrier was so loaded with carco
that Hight operations  were impracti
cable. Members ol Attack Carrier Air
‘.-'1'llllil (One ‘-i']/l'll n flll :lLL{ln‘-Tu-:l]t!f‘l
opportinity to learn how the surface
Navy accomplishes its tasks

1I.lil||l|'_{ wits divided into two [:Iu.m-\

actual wateh standimg and o leeture
traaming Othcers
watches in which !||l'_\ had to L-‘:-p the
ship on station during night operations,
decode and  route messages,  operate
CIC, and join the black gang in engi-

Progranm stood

neering spaces. Duties were exchanged
every i:mr days.

Even the CAG and the squadron
CO’s came in for their share. They
were made assistants to the navigator
and spent their time |L'dl'|1'mf,{ how to
do a dav’s work at sea.

One surprised flver, just off the mid-
wateh in the engine room, was heard
to commenl: “There are sure a lot of
people working on this ship while we
sleep!”™ General result, however, was to
Liringr ollicers one ste [P nearer the Navy
stundard of having every line officer
n[ll.lhfu'l'. as an officer ol the deck.

Officers and enlisted men attended at
least one lecture a ll".\‘ (111 wri}li{’l'[h‘ de-
signed to fill in the gaps left during
fraining. lectures
regulations, \"d\'.‘l]
Justice, Fleet organization, duties of ¢

hurried  war These

covered uniform
petty officer and advancement in 1 Ifl!l*'
Technical Tectures e xplain engineer-
ine checks, survival and new technical
advancements in the aeronautical field.
I)l\ 1510001 N(_']I‘ |lJl I]'_'I(I ('-ll'li ll.l‘\" Wis (1('-
signed to improve the performance of
the line crews mechs, ordnancemen and
1 .l(l!l ML, ( )!Il' course. gven ('l}\u'l"l'(‘i{
often overlooked i
Oficers ldLIIIL IhL'
\-l\.ll Intelligence course \l{lllt"/l.d in
1 hour i 111\ fon group discussions.
The “University of the Tarawa” is
anather step forward in the Air Group
program to round out the professional
knowledge of its officers and men. It
“Command Attention” as out-
lined in BuAgns Circular Letter 211-47.

English arammar
fratnine programs.

stresses

FIGHTER PILOT WATCHES THE THROTTLE WATCH DEEP DOWN IN TARAWA'S ENGINE ROOM
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GENERAL LINE 1S
MUST DUTY FOR
NAVAL AVIATORS

r e time the Navy opened the
A. way to Regular Commissions for
former Reserve and Temporary officers,
mju:d opportunity between  Non-
Academy and Academy men was
pledged. Nevertheless, disenssion con-
tinnes between transferees, about
whether this statement was one of
theory, or one of tact.

Promises are easy, ‘sl)umﬂ in
Washington, but what is actually being
done? \(,\m I, too, become an Admiral?
How can the Navy guarantee equal op-
portunity to the man with the meager
educational background if he is in con-
stant and opern (UI]Il)tlll}illL with the
highly-qualified and professionally-edu-
cated Academy officer? Well, here are
a few of the answers—the Navy is pay-
ing off.

The Navy has set up a two-part pro-
gram to hrm” the tormer Reserve and
l—('mpm ary officer up to the professional
level of the Academy irmdlmlv First
of all, all officers in the N lavy with less
than five semesters of college work, will
be sent to {(}H{';_t’ until they have com-
pleted this minimum. Second, all Non-
Academy officers will be sent to a con-
centrated one-year post-graduate school
for General Line officers. This includes
about 7,000 ground officers and some-
thing over 3.000 Naval Aviators,

¥ possiBLE an officer is placed in a
College or University near his home.
However, aviators must be placed with-

IN ENGINEERING LAB, STUDENTS RECEIVE PRACTICAL INSTRUCTION IN TURBO-GENERATOR
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ELECTRICALLY-CONTROLLED, THREE-DIMENSIONAL MODELS ILLUSTRATE WEATHER PHASES

in range of an air station. Alter t'ulll]]l(‘-
tion of the college training, the officer is
eligible for the € General Line School.

riu' present time there is only one le'
School, located al \.t-\&pmi Rhode
Island, But plans have been made to
establish another school on the west
ceast, at Monterey, California.  Estab-
lishment of this school is dt'p(mlcnl
upon (011&1(‘\\1:)!1.{1 approval and bud-
getary limitations; tentative plans have
been made to open the school in ].le—
ary, 1948. 1If only one Line School i

lli;l.’i'il.l(‘d. the program will take li:ngm\
but it will be done! The Navy is com-
mitted to this program, it is underway
and it includes every officer who has
transferred to Regular Navy. If you are
wondering why nothing has been done
abont you as vet, la]\v it easy. This
program is pr0|ected over seven years,
it may take a little time to get to you.
But relax, sooner or later, your number

will come up and you can pack your

bags.

As soon as an officer has finished the
five semester college stint, or if he
already that |u11m(||1=’n1 he 1s
(|11,1|}|(’ tor his one vear at the General
Line School. Choice of Naval Aviators
to attend the Line School is generally
based on seniority. Of course, there
are other factors, such as availability,
present tlul_\'_ cte., but for the most
part, senior officers will attend first.

Student Aviators who will attend the
class opening this June, will be com-
posed largely of officers with file num-
bers lower than 100,000, In some cases.
lower ranking officers will attend and
higher ranking will not, (]t'p(‘.mling
again, upon availability ete. Orders are
now going out to officers on sea and
fmvlgn duty stations, and most of the
officers going should receive their
orders in time to make necessary ar-
rangements,

has

¥ you are wondering whether five
I semesters of college work and one
year at the General Line School will
bring an officer’s professional educa-
tion up to the -\ca(lemv level—take a
look, The five semesters give vou ap-
proximately 75 hours, The Line School
term is approximately 48 weeks, Capt.
Mooshrugger, C. O. of the General Line
School states that during that time, a
total of 1100 class hours are given.
That adds up to almost 23 hours a
week, or 69 total hours based on three
18-week semesters, This is a pretty
fair load, but ('Cl'lalill]_\" not overwhelm-
ing compared to college standards,

If you count 300 of 1100 hours for
pr actical work, or what might corre-
spond to lab work in college, you wind
up with about 50 total hours. Add that
to your 75 college hours and you have
more than the n"quin}nﬂ.vntq for a BS
degree. The officer is coming out with
al |£‘ ast th{’- ecual educational back-
ground of the Academy graduate, And

Restricted



that totally disregards all other courses
the Navy has alre: ;(I\ given him such as
Flight training, ete.. or any of his past
pri actical t‘.\rt'llt’ncv which certainly
must have been worth something to
him and the N .u\

Now. the f|l|e=--,tlm| nu"hl drise as to
whether the vear’s work at Line School
actually corresponds to Naval Academy
work. The present curriculum is pat-
terned after a similar course taught in
post-graduate school at \nn.:pu]ls be-
tore thf- war., From that, yvou can easily
see, it is indeed, a very “close ]mmﬂd
to Academy work.

What does the Line course consist
of? .”\pp]'uxi.m;!.tl:[v one third of the
time is spent in pl‘u(’ii(ru] work; the
remainder is spent in instruction pe-
riods, (Back to the classroom.) Main
courses taught are: Electricity, Ord-
nince and Gunnery, Strategy and Tac-
tics, Logistics. S(\lummhlp and Naviga-
tion, }'ng_,um(armg and Communications.

Naval Aviation, Navy Law, Combat
Information Center and Anti-Submarine
Warfare, Damage Contral,  Naval
Leadership and Administration, Foun-
dations of National Power, Naval His-
tory, Naval Intelligence, Mathematics,
\I(‘tm)mlng\» and Submarines are also
mr,luclﬂl in the syllabus in proportion

y their unllmtmuu

I'r canN be :lpprﬂiated from the fore-
going that the student officer com-
pletm;_r this course need no longer worry
about an educational deficiency as
compared to his Academy '.hlpm.lt'{-
He will have the tundamental training
that will give him the equality of
nppurlum{v necessary to compete w rith
his contemporary in his chosen Naval
career. The rest is s{rict]y up to the
individual. (Sorry, it vou never ride
as skipper of the Admiral’s barge, itll
be because of you as an indiy idual, not
because of the N lavy’s shortcomings.)

Aviation plays a role of importance
in the Line School. Approximately 50%
of the officers now attending are Naval
Aviators, the rest are gruund officers.
There are 32 planes attached to the
NAS Quoxset, for use of the aviators
in the school. They include sxj, Jus
and sxs types. Flights for student pilots
are scheduled seven davs a week to
maintain flight proficiency.

There are many extra-curricular ac-
tivities in progress at the Line School
thronghout the year. For the athletic
type, there is the gymnasium, swimming
pool, bowling alleys, tennis courts and
playing fields; enough to suit the most
avid physical culturist. For those who
prefer less strenuous pll..t&l.lle‘r—-{}l more
ethereal—there is a movie hall, dance
floor, varions bridge and chess clubs
and an excellent club  for officers.
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NATS PILOT GIVES 'RELUCTANT RONALD' THE GUN TO TAKE OFF FROM ARIZONA LAKE

RAINS RESCUE ‘RELUCTANT RONALD'

BALLAUF, PILOT, (RIGHT) AND HIS CREW

ELUCTANT Ronald,” the land-locked
Rprn’—s which was stranded four
months in the Arizona desert waiting
for some rain. has been reseued and
flown to its original destination, San
Diego.

VRE-2 and NAF Lircurienp PAanrk.
Ariz., simultaneously reported to NA-
News that the rains finally had come.
Last October 19, while hemg ferried
west from Philadelphia to Seattle the
Catalina developed engine trouble and
had to make an emergency landing in
Lake Carl Pleasant, near Phoenix.

The crew got its first surprise when
the plane came in, barely clearing the
dam for a landing. The water was so
far below them and extended such a
short distance, setting down was haz-
ardous. Gunning the engine, they cir-
cled the plane to the north and came in
over the mudfat, setting down and
cutting a sharp circle in the wide part
of the lake to lose Speed.

The plane was turned over to Litch-
field Park for protective custody and
engine change. While awaiting instal-
lation of a new engine, the lake kept
dropping until little more than a pud-
dle remained. Local weather seers pre-
dicted it would be February before
rain would raise the water level.

Lawrence ]. Hickey, [Jr.. ACMM,
stationed at Litchfield, was sent to the

lake to stand security watch on the
airplane. By special arrangements with
the Water Users Association, Hickey
and his wife oceupied a furnished cot-
tage at the dam. IHickey said the big-
gest job was scaring off week-end sight-
seers. Besides hmnu a second honey-
moon for him, he wpnrtml. it was the
best duty he ever had in the Navy
and it came 500 miles from any ocean.

On 18 February, Lt. C. Ballauf, at-
tached to veF-z, a seaplane pilot of 10
years' experience, fHew the PBY oflf,
taxiing to the extreme downward end
of the lake to utilize the short water
take-off area of only 3.500 feet.

In an ‘ll'x'l’llllll'lv short time of 15
seconds the (m‘rt!’nm was airborne.
Take-off run was estimated at 800 feet,
and even the most experienced pilots
believed it would take twice that, due
to the 2,500-foot altitude of the lake
and the light winds.

The plane was stripped of all loose
equipment and carried only three per-
sons, Ballauf, Lt. (jg) R. M. Becker
and ACMM J. Dore. En route to San
Diego, additional engine trouble forced
a landing in Salton Sea. Next day
parts were flown in and delivery to
destination accomplished.

""i—‘

MCAS Ern Toro—The station education
officer has arranged for Marines to attend
evening classes at Santa Ana Junior Col-
lege. Courses include numerous college
and most high school subjects. A qpu:nl
services bus furnishes round trip transport.

VP-MS-3, Pacmie—Pilots of the squad-
ron have turned teachers. Lectures are
given daily on such topics as instruments
and instrument flying, submarine charac-
teristics, bombing tactics and anything else
a Naval Aviator might be confronted with
inn line of duty. Officers themselves give the
lectures to their mates. AMM’s attended
a daily class, as did ordnancemen, giving
them further training in their rates.
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Know any stories?

good  air
Navar Aviation News thinks you

that
otherwise interesting yarn about your
wartime  or peacetime  experiences.

ought to share amusing or

It does not have to mention names,
if you like, but should be a true
story and preferably short.  Send
them to Naval Aviation News, Chief
of Naval Operations, Washington
bl b Ja i

Famous Last Words

T was the end of a period and the little

“Yellow Perils” were Hocking back to
lome hase like flies to a misin-piu. The
landing mat at the naval air station was
small, but as each aviation cadet or in-
structor conformed to a definite traffic pat-
tern, he soon found enough room to set
down. As many as 10 to 15 of the primary
trainers were ]:In(]ing at the same time.

One student, out on his first solo, fol-
lowed the erowd home, But the large num-
ber of planes in the traffic pattern had him
.‘.‘|i§:||l|_\' confused. Head up and locked,
he came in cross wind, raising ftrainers
like a hound dog flushing quail.

Everyone from the C.O. in the tower to
the mech down on the line covered his
cyes and emitted a loud cgroan. On the
third bounce the student rl'guim:d control
and began to taxi in as other trainers
buzzed angrily over his head.

Beaming brightly at the thought of com-
pleting his first solo into the wild blue,
the aviation cadet didn't see the stern-
faced duty officer waiting on the line. He
l'l.'“! hllr(ll_\' el llll' l‘llgi“l‘. I'IU\’\"E\(’!—, \’\'hl"ll
a voice murmured ‘i\'\.‘{ft.'ll_\' in his ear, “I

suppose yon know you landed on the
wrong course?’
The student was dumbfounded. “The

Hell T did!”

A loud roar brought his attention to the
two wide stripes on the duty officer’s
shoulder and he apologized meekly.

“The Hell 1 did—Sir.”
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AWVD THERE [ WAS...

The Pilot Got Away

Just as the pilot of the Navy TBF was
ready to leave Fort Worth for El Paso, a
young sailor approached him and requested
a lift to the west coast,

“Sure,” said the pilot, “got a set of
lieadphones?  The sailor hadn’t. “That’s
OK,” the pilot motioned him towards the
pl;me. “If we get in any trouble, Tl opern
the homb bay doors and you jump out.
Know what 1 mean?”

The sailor had a fair knowledge of air-
planes and he was checked out on what
‘open” meant, so the lad nodded affirma-
tively.

They departed for El Paso, landed there,
ate, gassed up again and took off for San
Diego. About thirty minutes out of El
Paso the pilot checked his cockpit for a
map that was a chart of the area. In his
search he happened to hit the lever con-
trolling the bomb-bay doors. Almost before
the bomb-bay parted to show the stretch
of sandy desert beneath it, the pilot had
jerked the lever back into a closed position,

The rest of the trip went without mis-
hap and the Navy lllier set the torpedo
plane down at North Island in a beautiful
three-point landing. When he taxied into
the line near the control tower, he wasted
little time in S]m[iing the engine off and
checking out of the plane.

As he climbed out of the forward cock-
pil, he leaned back into the gunner's turret
to see if everything was 4.0 with his pas-
senger. An empty cockpit yawned at him.
“Hell's bells,” he shouted, surlden!y re-
membering his clumsy error over the
Painted Desert, “that guy jumped when
the doors opened.” Without further ado
he reported the loss of “one passenger and

parachute.” He didn’t know what elseto do.

Two (|u_\'.~i Later o 1)](‘31’}'-0}1‘.(1, rather dis-
illusioned figure in a blue close-fitting suit
wandered into a small town in Arizona
cussing, with what strength he had left,
these xanjk&——Navy I‘rilt}lh and their prac-
tical i{-kes.

Out of the Frying Pan
AC,-\RME.R air group had just finished

a devastating attack upon the island
of Kwajalein and was headed back to
base. The last division to leave the area,
a trio of Hellcats, spotted a Zeke, probably
a relugee from Roi.

Since they had been on a strafing mis-
sion, one of the Hellcats had 50 rounds of
ammo left in each gun and another had
only one gun firing. The pilot of the third
was kicking his gun charging buttons less
in hope than in malice.

The first run did not down the Zeke
and the three _l_'nll]f:ss r6r’s chased the
terrified Jap 30 miles around the rim of
the lagoon before leaving for home. The
last they saw of him, the Zeke was drag-
ging the Feld on Kwajalein. D:‘l),-'-]m‘af_!
attacks had left the field so badly pitted
that a sea gull couldn’t have landed with-
out ground-looping—which made the Jap
No. 4 in the most frustrated quartet of
|:i|0ts in the Marshall islands at that
moment.

VMF-513—Three officers and 43 enlisted
men went out to sea on a carrier lo pre-
pare for pilot's carrier qualifications but
they got only disappointment. Bad weather
“grounded” them the whole time they
were out.—Flight Jacket.

MCAS Er Toro—Here's how Headquar-
ters Squadron Marine Air Control Group
Two describes its Maintenance Officer:
“ . . he wears the uniform of an aviator.
but his soul is that of a crusader, and his
face around Public Works is as familiar
as one of the fixtures.
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TECHNICALLY SPEAKING

FOOTING THE BILL FOR CORROSION

I.-\(:u OF care in engine preservation is

costing  $3.003.00 per day. Faulty
engine preservation is removing from serv-
ice two and three-quarters airplane engines
every day. Corrosion of aircraft takes a
lnr:n}' toll, but the many ways in which
there is an actual dollars-and-cents loss
are not readily apparent and consequently
are not realized. One such obscure way is
in the cost of lost engine operating time
caused by engine corrosion.

This cost has become so great and the
sitnation so serious that a study has been
conducted to determine the monetary
value of aireralt engine operating time Tost
because corrosion necessitated premature
overhaul.

Results of this Siu(]_\'. in terms of dollars
and cents, will be published quarterly. The
first report of this series, presented in
tabulated form below, covers the period
from 1 July 1946 through 30 September
1946, In this three months’ period the
total monetary loss because of engine
corrosion came to $270,255.07. The report
is itemized according to engine models

as they have been listed in Column 1.

Column 2 represents the number of en-
gines of each model overhauled because
of corrosion during the third quarter of
1946,

Column 3 represents the total number
of operating hours lost for each maodel
during this period. This was computed by
subtracting the average number of operat-
ing hours accumulated between overhauls
on engines turned in because of corrosion
from the average number of operating
Ill}l]rﬁ ill.'.‘l'l”'i'll.lhltl'(l i_‘f’l\\"(’['ll ()\'t‘l’hdllls on
].1:1’.\'1'H||51_v overhauled engines turned in
because of Ili_f_[l] time or any ('lis(‘rf‘p:uu:_\'
other than corrosion. In the case of models
R15830-94, R2ZBO0-18wW and R®2800-22, :34(\\']
engines, the subtraction was made from
the average number of hours aceumulated
on new engines not previously overhauled.

Column 4 represents the average cost
per hour of operating time in terms of cost
of overhaul of each engine model. This
was determined by dividing the estimated
cost of overhauling each model by the
average number of operating hours ac-

VALUE OF OPERATING TIME LOST BECAUSE OF CORROSION

ENGINES
OUT OF

ENGINE MODEL SERVICE

REG 80-17 7
ROB5-AN-1, 3, 6, 12 43
R1340-AN-1 124
R1830-94 30
R1830-92, 92A 7
R2800-10, 10W 20
R2800-18W 6
R2800-22, 34(W) 19

TOTAL 256

OPERATING COST  TOTAL LOSS
HOURS  PER HOUR FROM

LOST 1OST CORROSION
2,506 £1.48 £3,708.88
11,008 3.40 37,427.20
23.324 411 05,861.64
6,213 5.08 31,562.04
2,801 4.77 13.360.77
2,332 16.11 37,568.52
798 12.99 10,366.02
5,000 8.08 40,400.00
53,082 8970,255.07

Restricted

cumulated between overhauls on engines
turned in for reasons other than corrosion.

Column 5 represents the value in terms
of cost of overhaul for operating time lost
because engine corrosion necessitated pre-
mature overhaul,

The serionsness of this premature engine
overhaul brought about by conditions of
corrosion is further emphasized when it is
remembered that the figure of $270,255.07
is computed for engine operating time lost
between overhaul periods and does not
include time and cost for shipping, engine
changing, handling, crating, ete. This
$270,255.07 is attributable to engine cor-
1'()51““ filil.\r'. lt Tl"'p'l'l’.'!\'{']'it?‘i a l()lill ]u:in—'.\n
irri‘pzlmh](: loss—and is in addition to the
usual maintenance and periodic inspection
costs.

These figures show that the 256 engines
lost 210 hours each from  their normal
operating time.

What is the reason for this $270,255.07
monetary loss and the 53,982 engine op-
erating hours lost? At this rate engine
corrosion is cosling over a million dollars
annually.

Reports indicate that the Bureau of
Aeronautics has made satisfactory progress
in developing anti-corrosive measures and
in issuing service instructions for their
application. Evidence is at hand to support
these reports. Yet the serious losses re-
sulting from lack of care in proper engine
prf‘svr\;lliun continue ever present.

The cause is but one thing—LACK OF
CARE.

No matter how good a process may
be. the success of the overall accomplish-
ment depends upon  the personnel and
the care of application. Consequently, the
suceess of the program and ultimate de-
crease in engine corrosion depends almost
entirely |||'mﬁ the diligent cooperation of
operating, overhaul, and supply activities
in discharging their functions and respon-
sibilities :rﬂit‘icn”)‘,

~J_-

Overpriming Engine Causes Fire

\'_]-\-"H 1—"Fire in 903921"

These words recently galvanized the OD
into action when an engine caught fire
during a preflight following an en route
service check. Fabric on one aileron of the
plane was completely burned away and
the paint was slightly blistered on the
exhaust path. Investigators assigned the
blame to overpriming of the engine and
made the following recommendation for
prevention of such accidents:

1. Strict compliance with directives re-
garding R-2000 engines,

2. A large additional fire extinguisher,
manned and immediately adjacent.

3. Thorough wiping of all surfaces along
exhanst path prior to starting the engine.
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BOOKLET HOLDS INFORMATION VITAL TO PILOTS IN INSTRUMENT, EMERGENCY CONDITIONS

Marines Make Handy Flight Book

MAG 31, MCAS Muimasan—This
group recently assembled and adopted
as  standard uquudrrm r'r'lnipn'wnl a
unique pilot’s flight book. It is ideal for
pilots of fighter type aircraft because of
its small size—five and one-half in. by
nine and one-halt.

The book consists of 27 pages of
photographic reprints hound together
with a section of brown filing folder.
Carried in the map case of all group
I}I;mt’.\'_ it is l't".uli]_\' available in case
adverse weather closes in the local area.

All the pilot has to do is request the
weather report from any station cove red
bv his Hight book. HulmrmrT to the
p;:ul' covering his new destination, he
has complete radio range information
and can make a safe mstrument ap-
proach and letdown. The notebook is
also used during routine training and
simulated instrument Hights.

The book contains the ih”n\\-‘iu:_{ it1-
formation: ZBX chart and code. sta-
tions. identifying signals. frequencies
and assigned channels; a chart of VHF
channels and frequencies for day and
night operations, and a diagram ol
magnetic directions, distances and sate
altitude minimums to flv to airfields
within a 200-mile radius of Miramar.

Two entire pages are devoted to a
((:ml)nsltl‘ pi(tl\l'(‘ of il” l"tdi() ranges
and distances between radio range sta-
tion within the 200-mile radius. Photo
reproductions from m.0. 510 show radio
ranges and procedures for all stations
in the area.

Besides diagramming several airfields,
the book also contains sketches of GCI
and GCA procedures for controlled
landings at Miramar and shows proce-
dures for holding and making emer-
gency letdowns, '

Other diagrams explain radar beacon
homing and holding procedures with
minimum safe approach altitudes, pro-
cedure for working the San Diego radio
range, and various holding, close-in and
orientation procedures.

Cardox System Brings Savings

NAS Pexsacora—A substantial reduc-
tion in material cost has been effected by
the commissioning of a |

six-ton  storage
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capacity liquid earbon dioxide { Cardox)
system by the A&R I)ep'lrtln(’nf The
changing ‘of a sproximately 1,000 fire ex-
tinguisher bottles per month at this com-
mand has been simplified and speeded up.

The Cardox system has many advan-
tages over the tormer method of using
solid €O« (dry ice) in 50-pound cubes.
It has eliminated the delay made necessary
by converting from a solid to a liquid,
costly ]mulhug_ changes, loss by evapora-
tion, and hazards from h.mdlmg by A&R
personnel.

The Cardox system serves the additional
purpose of .m[unmm fire pruln ction for the
cuburetor test room, where low test gaso-
line is wused, by ,mln:lhl[lht"} releasing
CO: from two large nozzles when the
temperature reaches a dangerous high.

The system is novel in that it has three
dt;ahtmn.d muanual controls and tmp]nwv-\
arc wamed to evacuate the room by an
electric horm which sounds off 15 seconds
before nozzles open.

It is estimated that a saving of :\pprmi-
mately two hundred dollars per month is
realized by using the present method of
delivery of liquid CO: by a refrigerated

truck.
VU-7 Has Mobile Fire Fighter

UrWings, Pacirie—Utility Squadron
7 at NAS Sax Dieco has developed a
fire-fighting cart for use in restricted
aveas. Fire-fighting equipment con-
tained is standard Navy equipment and
consists of the following:

Two 15% and one 24# carbon dioxide
fire extinguisher, one 2%g Foamite ex-

FRONT AND REAR VIEWS SHOW EQUIPMENT

tinguisher, 5 gal. hand pump water
e\tmbrmhm 3-foot bolt cutter, pair of
asbestos  gloves, two 12-quart sand
buckets, fire ax and 150" 21-thread
manila line.

The cart is 2 6” wide and 4" long.
Height is 27 67, Operation of the cart
-mtltl be greatly improved by substitut-
|||g, rubber-tire wheels for the present
iron wheels. The cart is brought to
the scene of the fire to help control
any fire until the NAS fire department
arrives. It does not relieve any in-
dividual from \pﬂlll( ally .hxuolmrl
ululplnent needed in his fire zone.

Euch piece of equipment is assigned

to a certain man who has been thor-
oughly instructed in its use. They also
are trained in  artificial resuscitation
and first aid.
p Buder Comment—This idea is a good
one, particularly the personnel training
aspect. Cart should be painted red, if not
already so.

New Screwdriver Reduces Work

NAS Aramepa—A new type screwdriver
developed by the Electronics Division of
A&R has saved many man
repair of APX radar units.

hours in the
The use of

FLEXIBLE TOOL WORKS IN CROWDED SPACE

nr(linikr}’ screwdrivers in removing motors
for APX sets for overhaul and servicing
l'i'{llliT(’S u])ph;ximnl.ufy two hours
per set.

Use of the new tool has reduced the
time of this operation to one hour and
25 minutes. Production records indicate
that three hours a day per man have been
szved. The tool has also caused the amount
of breakage to be reduced as it does not
break wires and connections as did the
old type.

Usable on various other type of equip-
ment, this tool can be made from serap
material. ﬂn])\-’ requirements are an old
serewdriver, a pi(-:u- of mechanical ]inkag_(-
and a piece of brass 5/15" x 5/16" x 6".
p Buder Comment—The flexible screw-
driver described above would be a worth-
while addition to any electronics repair
shop. Recommend local manufacture from
available scrap material where possible.

man

Restricted



General Engine Bulletin No. 97

Supplement No. 1 to General Engine
Bulletin No. 97 is being issued to chunge
“disposition of puarts removed and  like
piarts in stock™ to read: “Return solid
plugs and vented plugs to stock.”

Marines Build New Loading Ramp

MCAS Mimastan, 1Q sQuan—Operations
and public works departments  recently
collaborated in building an efficient load-
ing ramp for the ssc-nsp aircraft to which
transport units are converting. Ladders
turnished by manufacturers lacked safety
for fast loading of passengers.

RAMP PERMITS FAST LOADING, RELOADING

The TAIMpP Was d(-siL.nl'd to serve both
types of aircraft. When placed against the
loading door of an wsc the top platform
is Aush with the met-h deck. Against an
wap, it is just one full step down.

The ste ps were covered with non-skid
rubber matting and the leading edges were
trimmed with metal to lessen wear. Four
casters are used for moving the ramp and
two foot-friction locks taken from surveyed
work stands hold it in position.

Names Will Identify Fluid Lines

Because of complications resulting from
introduction of jet aircraft in military avia-
tion, the Navy and Army have decided to
abandon the old system of identifying fuel,
aas and other lines by different colors. In
all new aircralt these lines will be Tabeled
plainly with their names.

Use of color to identify the lines was
simple enough when planes were simple
but !mln‘\",\ aireraft have gas, ]‘-_vc'{rml]ics.
oil, airspeed, oxidizers, oxygen, racket fuel,
witer, waste, helinm or other lines, Find-
ing a color to identify each was difficult
and remembering what each color meant
l.tsnu“}' required a trip to the erection and
T!Iﬂi!lt(‘llz"l{'(' |II1|[I||'<|],

Nl'\-’\' e lil])('lﬁ \Vi" ]}(' I)]-‘\“_‘('L] I'l{]'ll
l()]\r_{ihl{]iil:l”\" and around the lines, often
(=.||l!ug]1 to be visible at least once in each
compartmented  section. Lines in  ships
once were identified by colors but some
time ago were changed to name labels for
simplicity. Existing aireraft will not be
modified. but all new types will come out
of the factory with their lines carrying the
new system. Army-Navy Drawing 10375
will be changed to prov ide the changeover

Restricted

Manufacturing Cable Assemblies

Some confusion exists as to how to g(‘l
control cable assemblies, lt)(l.t\ t||1*\ are
invariably coded “M”, meaning llmt they
are to be manufactured by the Navy and
not plll'L:hE\svd from the .urleIli_ (.nntr.lutur.
Contusion arises mainly over who is to
manufacture, ’

It is the intention of BrAru that Fleet
and Training Command service activities
manufacture control cables to suit their
needs, drawing from supply the necessary
lill]k (.'dl)l" l{'r]]llllilt\ !NrIII)“L]\]{“}. l'llll‘t
ete. FASRON's, MAG Service Squadrons,
Class “C™ Air Stations, etc. have been
allowed equipment for swaging and other-
wise [fabricating. Squadrons having need
ot such assemblies. theretore. should obtain
them from the activity charged with the
responsibility of servicing them, if the
squadron does not have in its own or-
ganization the equipment or ability to do
such work. Use of the special tools and
equipment is very simple, and BuAer
considers it within the workload e apucity
of practically any user to manufacture.

There are several reasons behind this
procedure. Formerly, when control cables
were purchased from airplane manufac-
turers, it was found that a large amount
of damage resulted from shipping, storage,
and handling before the r;slﬁljit‘s reached
the ultimate user. “Bird caging”
frequent occurrence. Hence this
(mtl\‘ method of supply.

Cables manufactured by the airplane
centractor were f‘w:lumlﬂy‘ found to be
oi the wrong length and necessary adjust-
ments could not be made in turnbuekles.
The result was that a certain amount of
r(”\\’l?rk llﬂ“illl_\' Ilil[] to l)(_’ l]iﬂh' I'I_\ tlll'
squadron anyway, necessitating their hay-
ing swaging and other equipment.

I]] some il'lst:ll'tl‘t‘..’-‘- ('l‘”ﬂ]‘)l(‘l(']\f‘ ]'ll'l'—l"d]}ri‘
ﬂ_\.lt(:‘.d Cil]}ll_‘ ;lSH('mhIil’.‘i cannot I)CJ il'lSl.;l“l.'(l.
terminals, etc., will not stream
through guide tubes, fair leads, and over
pulley installations. Consequently, it is
necessary to complete fabrication after
installation in the structure of the airplane
in these instances,

In view of the foregoing, only bulk
lt'nglhs of eable and bulk materials are to
be stocked by supply points. User activities
should not request fabricated assemblies
from supply.

Was
Was a

since

Supply of Armor Plate Is Short

Because of a shortage of armor plate
for combat aircratt, ASO Circular Letter
£204 directs the recovery of all armor
which can be used in currently operated
models, It is believed that requirements
can be met from salvage, obviating the
necessity of new ;mnlmco

Not mentioned in the ASO Circular Let-
ter is the belief that spare armor exists

JPPLY NEWS

FROM ASD AND SUPPLY DIVISION BUAR

in various pl.t( €8, Pvrli aps unidentified, and
probably unaccounted for by the FesSpOn-
sible supply activities. It is understood that
operating  squadrons and CASU’s often
removed armor from combat type aircralt
bun;_. used for continental or flect training
in order to lighten the airplane. In most
instances this armor was not turned into
\uppl\' activities, In other instances it myq 1y
have been returned to stock but not prop-
erly identified. Therefore, it is requested
that operating activities turn in all usable
armor which can be located.

Supply activities are advised that failure
properly to identify (admittedly diffienlt)
may be their reason for rtpnrtmg an out-
of=stock condition, and technieal assistance
in identifying should be obtained.

Jet Nomenclature Standardized

A standard nomenclature and numbering
system has been "I.L]l(’(l upon |1\ the Aero-
nautical Board for Army- \I‘n\ use. De-
tailed information will be pmmulrr.m d
soon. For example, the General Electric
[-40 will be renamed the ]-33, a designa-
tion already adopted by the AAF. See ANA
Bulletin No, 306 A, dated 23 January 1947,

New Sections of Catalog Issued

During the last three months ASO has
printed and distributed 16 new sections
to the ASO Catalog, covering categories
of material such as electrical, photographic,
rivets, chemicals, plain bearings, oxygen
bre.llhml_. vqmpment Continental and Ly-
coming engine spare parts, carburetor tools
and test equipment, and Tigereat airframe
spares procured. (See INFO from ASO
for detailed listings and how to obtain in
case new sections not received., )

Devices Keep Air Out of Guns

Armament Division of BuAer has de-
signed two devices to prevent entrance of
cold air into muzzles of aireraft guns. The
device is reqnired in development of air-
craft gun heaters.

One of the devices is 1 muzzle type that
deflects air across the barrel of the gun.
The other device is of the hlast-tube type
that closes, preventing air from entering
the gun. Upon firing, gas pressure escaping
ahead of the ]’)l’n]((tﬂt‘ opens the shutter
and allows the passage of the bullet.

Present shortage of material has delayed
the manufacture of the blast tube type.

The muzzle deflectors have been com-
pleted. Both devices will be tested under
fire and flight conditions at NATC
PaTuxent Riven,

MCAS Er Tono—Tips on conservation:
In the last week of the old vear all old files
of Headquarters Squadron Marine Air
Control Group Two were cleared out and
converted into confetti for use by the 50%
of station personnel who were on duty.
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CYLINDER PLATING AT PENSACOLA

e vse of porous chromium plating
Tus a s:lh'.xf_;(’ })r(}(w]un: tor aireralt
engine cvlinders, a process that has re-
sulted in tremendous savings for the
Navy, is a major project at NAS Pex-
sacoLa. The ;ll)p]it"z'lli(lfl of hard chro-
mium plating to aircraft parts is a well
known salvage procedure, but the use
of porous chromium plnnur on naval
aircraft engine cylinders is of recent
origin and was started at NAS Pex-
sacora when the cylinder reclamation
plant began operations in May, 1946.

In contrast to hard chromium, porous
chromium contains a network of small,
interconnecting channels which retain
the oil necessary for eylinder lubrica-
tion. Present practice is to reclaim
cylinders that are no longer within ac-
ceptable dimensional limits as the re-
sult of wear, warpage, or corrosion.
This practice offers the following de-
sirable economic features:

All reclaimed cylinders are stand-
ard size. which eliminates the need for
oversize rings and piqt{mﬁ

2 (Jvlmdu life is increased approx-
imately fourfold, the wear being only
one-half thousandths inch on the bore
diameter per thousand hours of service.

3. Cylinders are not subject to cor
rosion atter p]:ltillg.

4. The cost of overhauling a plated
evlinder alter service is reduced.

‘ The reclamation cost is signih-
I.Lll”\ less than either replacing a cyl-
inder or rebarreling a used evlinder.

Cylinder reclamation can be divided
into three major processes: grinding,
plating, and honing. Scheduled pro-
duction is l\]uh(rl by detailed observ-
ance of the requirements for each oper-
ation. A step-by-step description of the
reclamation process follows:

Lapping. The first operation of the
reclamation process is lapping the cyl-
inder hold - down Hange, illustrated by
Figure 1. During the gr inding opera-
tion which hallmu, the ovlmdv is
firmly bolted to an adapter plate by

”'.llll_{f'. Un-
will re-

means ol the hold-down
eveness of the flange surface
sult in uneven grinding of the bore,
because t"\'limlt-r'\\';1:'{).\: in the fxture.

Grinding. The next operation, grinding
the bore, is shown by Figure 2. In this
process the choke is removed and the
cylinder is ground straight, sufficient
unl\ to remove all ring steps and low
»put\ In the final mm{lmﬂ ope r.llmn
the wheel is allowed to \le]\ out” to
produce as smooth a surface finish as
possible. Immediately after grinding,
the freshly ground surface is coated
with a pwwl\dh\c oil mixture.

Measuring. ff‘i_gnm 3 shows the measuring
operation. The cylinder diameter is
carefully determined and the oversize
figure is recorded in the plating data
ci 1|(| The plating data card, when the
evlinder is completed, will contain a
u:mplot( history of the processing data
for that partic ular L\lm(]t,r Also at this
time a plating tag which shows the
plating time for each plating operation
is attached to the cylinder.

Identification. Each cylinder is given a
serial number which is etched on the
eylinder skirt, Also the cylinder is
etched to show that it has been chro-
mium pl.-nrpd and to show the amount
oversize in thousandths of an inch be-
fore plating. After the cylinder is
etched, cylinder feet, as shown in Fig-
ure 10, are attached to the rocker box

studs to facilitate handling.

Waxing. The eylinder is waxed to pre-
vent electrolytic l‘lcllillg effects or plat-
ing from occurring except on the
ulmder wall which is to be plated.
Preceding the actual waxing operation,
the cyiilitl(:r is first degreased to re-
move any oily substance and to heat
the cylinder so that the wax will ad-
here firmly, The flow control ring is
then installed in the cylinder head end
and the cylinder is immersed in the
wax, which is maintained at 190° F.
The anti-bead ring is next installed and
accurately gaged. The eylinder is im-
mersed again in the heated wax to a
point just below the anti-bead ring.
After waxing, any wax adhering to the
upper surfaces of the anti- IJL‘cl(i ring is
removed, as is any wax remaining on
the cylinder wall. The cylinder is then
wiped clean with a cloth dampened
with solvent. Figure 10 shows eylin-
ders ready to be plated.

Cleaning. The cylinder is cleaned with

pumice on a tampico brush approxi-
mately the diameter of the cylinder.



See Figure 5. Cleaning is continued
until the cylinder wall surface shows
no water breaks alter it is water rinsed.
After the evlinder has been cleaned,
the robber ring is installed on the cyl-
inder skirt. Tne purpose of the robber
ring is to allow chromium to be plated
evenly to the end of the cylinder.

Pre-Treatment. eylinder racked and
ready for pre-treatment is shown in
Figure 7. In this operation the eylinder
is made the anode in a 33 oz./gal
solution of chromiec and maintained at
1229 F. for 15 minutes at a current
density of two amperes per square inch.
This is essentially a cleaning procedure
which etches the steel surfaces in prep-
aration for plating.

Plating. The cylinder is plated by mak-

ing it the cathode in a 33 oz./gal
chromic acid solution with a sulfate
ratio uI' 112-118, maintained at 141-
143° Ihc‘ temperature is maintained

\\'1l11m JE"' for any spe seific tempera-

ture strttin;:. The current demll\r 15
maintained at three amperes per square
inch for the time required to plate the

cylinder back to standard diameter
plus an additional four-thousandths
inch. This is done to compensate for

plating removal during the post-treat-
ment and honing operations, Figure 4.

Post-Treatment. In this operation, micro-
scopic cracks, which have occurred
the chromium plated surfaces, are de-
veloped and enlarged to form a pattern
of small interconnecting channels sur-
rounding chromium l)thcms To ac-
complish this the cy dinder is made the
anode in a 33 oz/gal. solution of
chromic acid maintained at 122° F.
The current density is maintained
2.5 amperes per Square inch for 13
minutes.

Pattern Inspection. Following the post-
treatment operation, the pattern is in-
ﬁ]‘ll'(‘ft.‘-(l and the c_\,'iiml('r size de-
termined. For pattern inspection, an
inspectascope is employed which mag-
nifies the image 50 diameters, and size
is determined by use of a dial gage in-
dicator. See Figure 9,

Dewaxing and Cleaning. Next the stop - off
wax is removed from the cylinder. Live
steam introduced into an enclosed cab-
inet facilitates this operation. Vapor
degreasing follows to remove residual
wax. The wax is reclaimed.

Honing. Conventional vertical honing
machines with special bakelite bonded
fine grit stones are employed in this
operation. The purpose of honing is
to obtain a pu]i_\hcd chromium finish on
the cylinder wall surfaces. Approxi-
mately .001 to .002 inches of chromium
is removed from the cylinder diameter.

Frequent inspectascope examinations
are l'L’.({llil'('L] to avoid removing the in-
terconnecting channels, which would
result in a short service life for the
cylinder., If honing has resulted in
broken channel patterns, the cylinder
may be re- post-treated to (.]L‘(’[}cn and
reconnect the channel network. Figure
6 shows this operation.

Cleaning. Honing debris, composed of
minute chromium and honing stone
particles, must be removed from the
channel network. Residues of these
abrasive particles will result in scratched
cylinder bores, grooved rings and
scarred pistons. Cleaning is accom-
plished by rotating the cylinder around
two jets through which steam and
cleaning ('nmpnund are introduced at
100 I)(llill(]‘- pressure in the first cycle;
steam alone is used in second L\(_lt'

Inspeetion. Inspection consists of an ex-
amination of the p|.t!nm‘ to determine
average pattern size and channel width
and {hpth The evlinder surface is
examined for surface finish and a final
check is made of the bore diameter.
Both the inspectascope and dial bore
indicator are used for these deter-
minations. Figure 8 shows inspection.

Mechanical Overhaul and Idenfification. Follow-
ing acceptance of the cylinder, the ex-
terior is sandblasted and metal sprayed
to prevent corrosion. The valve seats
are ground, valve mechanism installed,
and spark plug inserts replaced if
necessary, An orange band painted just
above the flange identifies the eylinder
as having been chromium plated. Fol-
lowing these operations, the eylinder
bore is again steam cleaned to remove
any debris resulting from grinding.
Since production was started in the
reclamation plant, NAS PExsacoLa has
overhauled appmxinmtely eight thou-
sand aircraft engine cylinders, using
Lh(' p(_ll'ﬂ'lls t;l]l‘{lll.tillm [)Iﬂffng l‘)l'()(.'(‘?!'iﬁ.
This is considered an excellent record
in view. of the fact that full production
was not reached until the latter part
of August 1946, NAS Pensacora is
the fir st to employ lhh process one hun-
Lh{’L‘ 11(?](_{’|]t on Illdlf}] ov erh«iu]‘n




AVIATION

PROGRESS

Short _gleanings from Progress Reports of vari-

ous Buder zections ave presented below. They

vitfresent progress during Febeaary, contasmed sn
Mareh swmmaries.

Pilotless Aircraft Division
F6F-5Kk—The production of 360 ¥ér-5
l)|;u|(-.'c Ly FEFSK ||igll p{rrfnrnmnt:l- target
dromes has been authorized., The first 40
of these Helleats, equipped with the air
pi(!k—uff automatie pilot, are nearing com-
pletion.  Production conversion of rp6r-5K
planes equipped with p1-k automatic pilot
will he commenced in the near future,

Piloted Aircraft Division
S$C-2—The contractor is incorporating trial
board changes on the sc-2 airplane so that
the Board of Inspection and Survey trails
may continue,

XBTM-1—This new Glenn L. Martin attack
plane is now undergoing BIS trials at
Patuxent River. An extensive program is
underway to rid the production  model
(am-1) of deficiencies noted in experi-
mental model. The production line will
probably be delaved three to six months
while deficiencies are corrected. Only three
aMm-1's have been built to date.

AD-1 —No more an-1's will be accepted
until defects uncovered in service are cor-
rected. The 19 ap-1s already delivered to
ComFamAvasena are being returned to
El Segundo for modification. Six planes
delivered to CosmAmLant will be re-
worked at Norfolk with the technical aid
of the contractor. Contractor believes he
can accomplish modification program and
still deliver 140 Ap-1s by 30 June. The
first moditied plane has already been ac-
cepted. )

PB4Y-25—The prototype prav-2s is ap-
proximately 20 percent complete.  The
searchlight on this plane will be linked
hydraulically with the Mk XXIII bomb-
sight and controlled by an operator in bow.
Release of sonobuoys will be controlled
by pilot. The plane will curry a sonobuoy
receiver and wire recorder. Provisions will
be installed for carrving the Mk XXIV
torpedo.

FR-1-Total number of this plane is being
cut to 34. The remainder will be canni-
balized for parts. All planes have been
ungrounded subsequent to inspection of
nose wheel door fitting.

F8F-1 —Wing tips were successfully jet-
tisoned from an ¥8¥-1 during an 11 “G”
pullout at low altitude.

XPBM-5A4—This amphibian patrol plane is
still at contractor’s plant at Middle River,
Md., undergoing revision to horizontal tail
to incorporate double spring loaded tabs.
Contractor is also investigating the possi-
hility of incorporating a steering control
on the nnse-w{:‘ee[. Patuxent has recom-
mended revision of braking system to avoid
overheating and excessive wear encoun-
tered by it under normal taxi maneuvers.
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XR6O-1-Test Aying is progressing al con-
tractor's phmt. Plane has obtained a
rated power to at least 25,000 ft. on a
standard day. Preliminary flight check of
power I)]illlf' l-()nling at 10,000 ft. with re-
vised configuration, reveals a marked im-
provement, imlin‘;llillg that satistactory con-
figuration probably has been obtained. AC
fuel pumps have heen removed and 24
volt pa pumps: installed  as safety factor
in event of failure the two arpals during

tuke-off.
XSN2J-1-The first plane of this model

flew suceessfully at the contractor’s plant
on 10 February.

XNQ-1—The first flight article of this
])l’im;lry trainer has been t!l:mplulely in-
strumented and is being used by con-
tractor for ('{Illll)lt'lt' flight test prior to
demonstration.

J4F-2 —The contractor has agreed to supply
a completely removable hull bottom on
this modified Widgeon in lien of the three
removahle step blocks nl‘igilmny rvqu{‘sh‘.rl.
No increase will be made in contract cost,

Ships Installations Division
Shangri-la—This carrier has received ¥7¢
barrier adapters with instructions for in-
stallation, and operation for use in con-
nection with phase 2 of service evalua-
tion of this ;1il’])|:1m-.

F8F—CGrumman Aircraft has indicated that
it will rework tail hooks that have failed
at the fishmouth weld. CoastAmLant has
75 defective hooks and ComAmPac has
84,

Armament Division

20mm Ammunition Booster — A contract
has been let to W. L. Maxson Corp. to de-
velop an ammunition booster capable of
]ifiing 100 1bs. of ammunition at a ﬁTing
rate of 1000 rounds per minute. Prototype
is now being tested.

Torpedo Nose Cap Release — The Naval
Gun Factory’s project to develop a torpedo
nose cap release that is smaller, lighter
and more efficient than the type now being
used is near unmp]etimh First (lrnp tests
were made at the Navar Torreno Sta-
TioN, Newront in February. Two types
of mechanieal releases, both lighter and
smaller than the tvpe now in use, have
operated suceessfully in tests.

Technical Data Division

Aeronautical Museum—Technical Data
Division is undertaking selection, collec-
tion and preservation of unclassified Naval
and ex-enemy aeronautical material for de-
posit in the National Air Museum, under
Smithsonian Institution. Navy lists will be
compared and screened with corresponding
Army lists for final selection. Instructions
then will be issued for preservation and
shipment to the museum collection point
picﬁed by the Museum Advisory Board.

Airborne Equipment Division

Pilot Ejection—Cround ejection tests at
NAMC Pmipapereaia using live subjects
with arm-rest support instead of the face-
curtain type support, have indicated the
latter method is more desirable. When ac-
celerated vertically, using arm rests, the
subject’s head rolled forward on his chest.
Following this acceleration, pains in the
chest and shoulders were experienced. Pro-
pellant temperature  tests have indicated
greatly reduced velovities at temperatures
as low as —60° F.

Stronger Seats—Two “400G7 seats for
installation in an SNJ aireraft at NAMC
PuiLaperedia are being procured.  The
seat installations will be tested to deter-
mine if the seat and carry-throngh strue-
ture will withstand loads of that size dur-
ing a crash.

Parachute Tests—National Bureau of
Standards has been asked to provide an
instrument system to measure and record
parachute performance. It would measure
the shock r:p(’tlillg impuut, !'.u'lt'iing il'u})u(_‘t,
degree of oscillation and possibly rate of
descent.  Measurements must be trans-
mitted to the ground by telemetering or
other means.

Back Type Chutes—Reports have been
received that the present Navy Standard
back-type parachutes do not fit satisfactory
in F8F seats. An experimental lot, involy-
ing a different design, is being purchased

for issue to a squadron for service
evaluation.
Anti-buffet Helmets—Fifty improved

lig[ltwei tht anti-buffet helmets are being
pmcurﬂ!r, These helmets are designed to
give head protection to jet pilots, with a
minimum of bulk and weight.

Gun Heaters—Development of a heat-
ing system for 20 mm. F4u-4B aircraft at
Vought is near completion. Plane will be
sent to Patuxent for flight test. The ¥er
gun heating system also is being readied
for flight test. Dahlgren tests demonstrated
a danger existed of carbon monoxide fumes
from gun firing gaining access to cockpits
of those two type pl:‘uws.

Airspeed Light—Quotations are T}eir:ﬁ
received on  a transmitter which wi
operate a system of lights indicating the
approach air speed to the landing signal
officer during carrier approaches while on
nigllt operations.

Electronics Division

Radar Trainers—As radar equipment
was developed during the war, it was ap-
parent that some classroom trainer was
necessary for training radar operators in
flight. Under stress of immediate require-
ments many different versions of radar
clussrooms were turned out. Overhauling
and maintenance of these aircraft are
problems due to this non-standardization.
Prototypes of the following planes are be-
ing made at overhaul activities and on
completion standard trainers will be modi-
fied and sent to training activities: r4n-6E,
R4D-6T, SNB-3E, SNB-30Q, SNB-3N, PBY-2E.
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The following check list af books and

ntagasine  articles  makes no aftemipd o
cover the entire ficld of current aviation
writing, It does, however, sugpest some of
thy titles considered most fikely 10 $nterest

naval avation pevsonnel,

BOOKS
Air: Transport: At War, Reginald M, Cleveland.
Harper, 1946, (A factual history of transport

rendered
airlines,

service
schedulerd

during World War
ATC, and NATS.)
Opevation Lifeline. James Lee. Zifi-Davis, 1947,
(The complete story in text and pictures of the
Naval Alr Transport Service.)

II by

The Official Pictorial History of the AAF. His-
torical Office of the Army Air Forces, Duell,
Slian, and Pearee, 1947,

The Battle for Leate Gulf. C. Vann Woodward.
Maemillan, 1947, (An accurate, factual, straight
furward account of a great naval action.)

The Aevonantical Dictionary. Thomas A. Dickin.
san.  Pitman, 1947, (Over 6,000 aeromautical
terms defined, with drawings, photos, and charts.)

MAGAZINE ARTICLES

G. C. A, for “All-Weather”" Flying? Laurence

LeKashm: Aero Digest, Val, 2, Febh,
147, pp. 42, 43, 142, illus,

Rritish  Prop-Jet Progress. W. Nichols, Aero
IHgest, Vol 54, No, 2, Feb, 1947, pp. 63-65,
1300141, illus.

The Nature of Shock Waves. Max M. Munk.

Avro Bigest, Vol, 34,
67, 137-139, illus.
Aviation ls Still An Infant.
Harriman, Aero Digest, Vol, 54,
1947, pp. 19, 116, 123, 124,

D-5358 “*Skystreak.” Aerp
. 3, March 1947, p. 35, illus.
Acronautical Laboratory, Aere  Digest,
No. 3, March 1947, pp. 32-61, 134, 135,

Na, 2, Feh, 1947, pp. 66,

Hon. W.
No.: 3,

Averell
March

nr'lqa‘a'l A Vil,

Cornell
Vol, 54,

1l

Salmon,
1947, pp.

Ben T.
March

Composite-Powered  Airerafe.
Aero Digest, Vol. 54, No. 3,
66-68, 130, illus.

Naval Needs: “Problems of Naval Aviation Con-
fronting the Aeronautical Engineer,” Acronantical

Engineering Revicse, Vol. 6, No. 2, Feb, 1947,
pp. 22, 23.
Techn Development of  Bomber  Ajrcraft,

Maret angley and J. I, Gervitsen. Aervonanticr,
Vol. 15, No, 5 Dee, 1946, pp. 53, 54, 57, 58, 61,
An extensive historical review of British bhomber
aireraft Lnilt during the period frem 1916 to 1943,
Standardizing Radio Navigation Systems, The
Aeroplane, Vol. 71. No. 1833, Deec. 13, 1946, pp.
709, 710, Recommendations for standardization
of radio equipment on an internationul basis,
The State of Aviation, T, P. Wright. Air A fairs,
Voaol, 1, No. 2, Dee, 1946, pp 139-151 (Air Afatrs
5 a new gquarterly international journal devoted
to the study of aviation in its brond effects on
eeonomies, law. soctal relations, government, intex-
national affa population trends, warfare anid
the maintenance of peace.)

Peace, Eugene E. Wilson. Air
No. 2, Dee. 1946, pp. 178-183,

Power. Gen. H, H, Arnold.
No, 2, Dec. 1946, pp, 184-195,
. Ofstie and J, A, Field,
No. 2, Dee, 1946, pp.

Abrpower  anid
Affairs, Vol. 1,
Scienee and  Adr
Air Affairs, Vol, 1,
War in the Pacific. R,
Jr, Air Affaivs, Vol, 1,
196-217;

Arctic Air Teansport, Trevor Lloyd, Air Afairs,
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Val. 1, No. 2, Dec. 1946, pre. 218-.32,
Jack Narthrup and His Flying Wing, Frunk I
Taylor. Ay Facts, Vol. 10, Nao, 2, Feb. 1947, pp.
il

The Blind Landing Sttuation. Robert N. Ruck.
Air Facts, Vol, 10, No, 2, Feb. 1947, pp. 31-37,
Relative merits of SCS8.51 and GCA presented
it mon-technieal  fashion,

Maintenance and the Future, Winston €. Castle

herry. Air Force, Vol, 29, No. 10, Nov. 1946
PP, 34-57, iHlus, Positions in aireraft maintenance,
Une Man One Plane. Air Force, Val, 29, No,

10, Nov., 1946, pp. 40, 41, illus. Carcers in sky-
writing, sign-tfowing, and agniculture,
Time-Table Operatars. Tohn S, White, 4ir Force,

Vaol, 29, No. 10, Nov. 1946, pp. 26-29, illus,
Positions in scheduled air transport.
Unele Sam's Civilian Air Foree: 1. 8. Civil

Service Offers Veterans Lifetime Employment Tf
They Have What Is Needed. William S, Fried-
man, Air Force, Vol. 29, No. 10, Nov, 1945,
pp. 18-20, illus.

Box Kites to Bombers. Air Foree, Vol, 30, No,
3, March 1947, pp. 32:39, illus. The history of
Glenn L. Martin’s achievements in aviation from

1909 1o the present,
IMigh-Tntensity Lights Aid  All-Weather Flying.
Amos L. Lewis. AdirSea Safety, Val, 1. No. 1.

Nov. 1946, pp. 43-51, illus.

Open Sea Seaplane Operations, Air-Sea Safety,
Val. 1, No, 1, Nov. 1946, pp, 43-51, illus.

Navy Yanks "Em Fast, dir-Sea Safety, Vol, 1.
No. 1, Nov. 1946, 63, 64, illus. A Navy survey
of air-sea rescue work during the war.
Transoceanic Navigation. Guy L. Arnold, Air-
Sea Safety, Vol. 1, No. 1, Nov. 1946; pp. 6-10,
illus,

Aviation's 1947 Yearbook, Awviation, Val, 46, No.
3, March 1947, pp. 67-124, illus. Specification
ables on American and foreign personal, execu-
tive, transport, military, and research aircraft,
with engineering drawings and photographs.

New Acro Progress Revealed at 1. A. 8. Techni
cal Sessions, Aviation, Vol 46, No. 3, March
1947, pp. 127, 128, Summaries of papers pre-
sented at Institute of Aeronautical Sciences annnal
meeting,

Automatic Flight Pionecred on AAF All-Weather
Airline, Rohert B. Hotz, Aviation News, Vaol,
7. No. 8, Feb, 24, 1947, pp. 10, 11,

Large-Scale Attack on Airport Lighting Problem
Under Way, Blaine Stubblefield. Asdation News,
Vol 7. No. 10, March 10, 1947, p. 10,

Power Installations. T. F. M. Owner. Flight, Vul,
50, No.o 1980, Dec. 5. 1946, pp. 625, 627, illus,
The various types of aircraft likely to be produced
during the next five to ten years are outlined,
together with the power units that will be re-
quired,

Britain’s Power Units. Flight, Vol, 50, No. 1978,

Nov. 21, 1946, pp. 5o6d-566h, 567, 568, illus,
Diescriptions, cutaway  drawings, and tabulated
specifications of 27 reciprocating and 10 gas-

turbine engines,

Learn to Fly from the Insect. William B. Stout,
Fiying, Vol, 40, Ne. 1, Jan, 1947, pp. 34, 35, 64,
66, 68, illus.

Revolutiom in Maintenance. Flyving, Vol, 40, No.
3, March 1947, pp. 27, 68, 70, illus. Major over-
haunls are eliminated in new progressive main.
tenance plan for NATS Skymaster fleet.

Fog Factory. Gaither Littrell, Flying, Vol. 40,
No. 3, March 1947, pp. 48.50, 78, 80, illus, Fog
research at Landing Aids Experiment
Station, Arcata, Calif.

What is Best for Blind Landings? GCA—ILS.
Lt. Col, Clarence B, Sproul; Walter J. Addems.
Flying, Val. 40, No. 4, April 1947, pp. 30, 31, 64,
68, 7, 95, 906, illus,
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Dust Excluders Protect Engines

\"F-IQ-A—Opﬁmting Grumman Bearcats
on dirt or coral fields, this squadron has
had trouble with rocks or foreign matter
entering the charge air ducts of the wings
and proceeding on to the carburetor. To
remedy this a set of covers was built by
the carpenter shop to plug the ducts.

elispersal

72, 74,

RED FLAG WARNS PILOT

‘CORK' IN PLACE

The covers were designed to be used
only when the aireraft engine is not run-
ning. However, the engine may be run on
the ground with no damage resulting
except moderately high oil temperatures
il the engine is run at length without
removing the covers. '

The cover has a red flag mounted on
a rod sticking above the wing of the place
so that the pilot can see it in case the
cover is left in by the plane captain. They
were made from scrap materials. The main
body or actual cover is &” plywood, shaped
and beveled to fit the charge air duct. Any
wood that thick, 20” long and 5%” wide
can be used. The handle is scrap metal
7" long bent to form a grip. The clip
which holds the cover into the duct is
mude of spring steel 10” long and 4" wide,
set at a slight angle to correspond to the
angle of the center piece of the charge
aic duet. The job took one man-hour of
work.

| Desianen oy Lr. L. M., Cavere]

» BuAer Comment—Local manufacture and
use of dust excluders on all F8F, F7F,
F4U, as well as turbo jet and prop jet
aircraft, is strongly recommended in view
of the epidemic of impeller nicking ex-
perienced on engines of these airplanes.
Recommend against operating engines with
excluders installed since heated alternate
air will be drawn into the engine at low
pressure which will cause excessively rich
idling mixtures and possible spark plug
fouling. Activities wanting to run up their
engines with the excluders installed might
design them to permit passage of air be-
hind the plate and between it and the
wing leading edge.

VRF-1-By putting 52 Fleet pilots to
work while they were awaiting permanent
assigmment, this squadron more than dou-
bled its aircraft deliveries during the first
two weeks of February. The squadron had
as many as 11 pem's headed westward at
one time.

MAG-24—Uncle Sugar will look very
good to all hands in  Headquarters
Squadron 24 South Field, Peiping, but
everyone will miss these hard\\'nrking No.
I Boys. Each section has a No. 1 Boy
who does the laundry, shines the shoes,
l‘]lilﬂ_f_‘;l.‘.‘-' the h('ddil'lg and cleans the lockers
of each man in the squad. Individual shops
and offices also keep No. 1 Boys to run
errands, make coffee and clean. Cost of
the houseboy to each man in a section or
office is approximately one dollar per
month per boy, making help pretty cheap.
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BOUNCING

mirpoanrDp cameras which have recorded
S many a hair-raising landing got a real
workout recently when BuAen conducted
landing tests aboard the USS Franklin D.
Roosevelt, Test pilnls tried every type of
landing in the books and a few more
besides.

Studies and tests were conducted to find
out what lm])p-_-ns to an ¥8F, F4u or ¥IF
from the time it enters the groove until jt
is parked on the deck. Cameras were only
a part of the full instrumentation used
aboard planes and carrier to gather quan-
titative information on the structural elfects
of carrier landings.

This data covered the elfects of cut
height, speed at cut, use of controls upon
4inki|lg spm’r] and resultant loads upon
aircraft structure. Data on Fu and ¥7r
tests will appear in future issues of
NANEws,

Loads and aceeleration impased on plane
structure were recorded by strain gage-
usvi"ugr:lp]l systems carried in the aircraft.
Sinking velocities were determined by
slurciul' cameras aboard the ship.

BuAEen technicians conducting the tests
reasoned that if operating personnel were
acquainted with landing techniques least
likely to result in structural damage, the
demand for replacements might be
lessened.  They proved conclusively that
coming aboard with a maximum of safety
and avoiding structural damage are re-
lated objectives.

The best methods of eliminating strue-
tural damage also were found to conform
to the old “thumb rules” used by carrier
pilots. A high and slow cut increased
probability of blown tires and wrinkled
wings and fuselages. From the measured
data obtained, BuAen experts drew the
folll}\.\'ing as the "()ptilllllrxl” Iamliu_r,;
technique:

The pilot, having flown his airplane in
to a constant-altitude, constant-speed ap-
proach in line with the center of the deck,
is given the cut. Height above deck is
mugl'lly 25 ft. varying with LSO’s correc-
tions for deck motion. Speed at cut is
such that the three to five kts. lost during
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LESSENING OF CONTROL AT LOW SPEED ALLOWS PLANE TO HIT IN IMPROPER ATTITUDE

BEARCATS

descent allows plane to reach power-off
stalling speed at contact with the deck.
Immediately after the cut, change in
trim and loss of lift due to loss of power
cause the plane to nose down, picking up

The pilot flares the flight

sinking speed.

DILBERT LIKED THE HIGH ALTITUDE CUTS

path of his plane by means of his elevators
s0 as to reduce sinking speed and yet avoid
floating. In this way he picks up the
second to fourth wire, contacting the deck
with relatively little vertical velocity.
Naturally, pilots and LSO’s are not ex-

pected to hit the optimum values every
time. Thus carrier aircraft are designed
so that a few hard landings will not put
them out of commission,

Achieving proper speeds by the pi[ut
and LSO is a big order. The Bearcat lias a
power-on  stalling speed which is  sig-
nificantly less than power-off stalling, vary-
ing with aircraft weight and the nature of
external stores.

The tests proved what many veteran
LSO’s have contended for years—youn can
not trust an airspeed indicator when flying
in landing approach attitude. In some
¥8r-1's the indicator static vent is located
behind the cockpit canopy, causing it to
read too high when near stalling,

This vent is now placed on the belly
of the plane just aft of the wing trailing
edge to give more accurate readings.
BuAer ¥8F Service Change No. 20 will
eventually convert the vent on all F8r-1's to
the new type. The old type installation
also causes the altimeter to read 100 fi.
too high at stalling with an open canopy,
not L‘\HL‘H} a ]L;lll(l_\-‘ trait. With new-type
vent the altimeter read about 20 ft. too
low at stalling S]n'l‘(].

The following table illustrates these
variations:
Yi Ve (uld) Ve (new)
prilot reads | actual | speed
70 Knots 71 Knots 80 Knots
*5 73 52
54 75 S84
®5 7 ]7
*6)() ; 00
05 a5
100 100}

The r8F-1 at a landing weight of 8350
Ibs. should have an actual landing speed
(calibrated) of not less than 80 kts. This
S|}(.‘(:([, t('}g(:tlu_!r with a “cnt” |Ieight of
from 15 to 35 ft. will keep pilots out of
trouble and planes undamaged.

However, even from an average out
height, diving for the deck jeopardizes air-
('l'aft ﬁ‘rll(.‘lllrff il]](l cdan cause a S(’I'i()“s
bounce into the barrier or over the side.

HARD LANDING PUTS PLANE OUT OF COMMISSION, SOMETIMES DAMAGES ARRESTING GEAR
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AVIATION ORDNANCE

INQUIRIES SHOULD BE ADDRESSED TO THE CHIEF OF BUREAU OF ORDNANCE

SIGHT WEDGE SOREW ;
BRACHET SLEEVE

ATIMAUTH ADJUSTING
BCAEW

SPRING PLATE

UNASSEMBLED PARTS ARE EASILY LOST

BuOrd Studies 20 mm. M3 Driving Springs

BuOnp received a recent nupAoE re-
porting  defective  replacement  driving
springs, ArMY ORDNANCE DRAWING A25508,
used on the 20 mm. M3 aireraft gun. In-
spection of 1000 springs in the lot from
which defective springs were issued, re-
vealed that approsimately 10 percent were
below mandatory drawing requirements,
T{'U I)(’I'('l'llt were '\l]}l?\'l' |llll||ddl(‘r_\'- (‘Ir;l\\"-
ing requirements.

To insure proper operation of gun, the
mandatory load and  dimension require-
ments of the spring must be met. A spring,
with nl.'n'l(lntm“v requirements below draw-
ing specifications, may fail to fire the gun
because of a lightly struck primer. Con-
versely a spring with mandatory load re-
quirements above drawing specifications
may break because of over-stressed coils.
Squadrons  experiencing failures  during
TUNNETY exercises, can attribute the cause
to one of these spring defects.

The only positive method of determin-
ing the acceptability of a spring is by in-
spection in accordance with the drawing
specifications,  For the aireraft gun, 20
mm. M3 driving spring these specifications
are:

SPRING, HELICAL

Steel WD 61350
*Outside diameter, solid not niore than 740"
Mean diameter, free (approximate) 615"
*Inside diameter, free, not less than 490
Diameter of wire 05"

Number of working coils 93
Free height (approximate) 26:5"
*Solid Height, not more than 10.2"
*Load at height of 19.75" 30 1hs, or — 10%

*Load at height of 12.75" 100 Ibs. or —
Ends closed and ground square
Test on 470 dinmeter bar

*Mandatory Requirements

BuOrd Adds Bolt Handles to Tool Set

Bolt handles, BuOrp sTocE No. 1-H-1140,
previously have been stocked with the
basic .50 caliber BAM gun M2. Because
.50 caliber BAM guns incorporate either
a remote charging device or a hand re-
tracting mechanism for charging guns, both
handles will be furnished as an accessory
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and tool for shop overhiaul and line main-
tenance use.

Tool set, BuOnp stock No. 1-T-1792-760,
for .50 caliber BAM gun, M2 will be en-
larged by the addition of two bolt handles.

How To Remove A Mk 1 Mod 3 Bracket

BuOnp investigation of recent excessive
issues of L\'IHI]TIU'.I.I:_‘_: Bracket Mk 1 Mod 3
lor the illuminated sight Mk 8 indicates
that some activities have been removing
the illuminated sight, Mk 8 Mod 6 or 8,
from aircraft by disconnecting the azimuth
adjusting bolts for the mounting bracket
Mk 1 Mod 3 (see cut), rather than by
loosening wedge screws or removing en-
tire bracket,

This results in separating bracket sleeve
from yoke. When a new sight is to be
installed  the bracket mounting sleeve is
not available and complete new bracket
must be furnished. In several cases it was
found that even with the sleeve available,
springs, spring plates and bolts had be-
come lost in previous sight removals, Due
to lack of replacement parts complete new
brackets had to be furnished.

In view of the g(’m'r;lﬂ_\' restricted Space
in the pilot’s compartment it is usually
impossible to loosen wedge screws to re-
move sight until after mounting bracket
sleeve has also been removed. Accordingl
it is recommended that the sight, complete
with bracket, be removed from plane. Then
wedge screw should be loosened and the
sight removed. If, as in the case of re-
cessed sights, mounting bolts are not ae-
cessible when sight is installed, and sight
will have to be removed by disconnecting
the azimuth adjusting screws.

Upon removal of sight, mounting bolts
become accessible and the remainder of
bracket can be removed. To prevent loss
of various small parts, the sleeve should
be reassembled to the yoke immediately
after removal of mount.

Azimuth adjusting screws, srock No, 2-s-
1680-100, are the only items that are avail-
able in the aviation ordnance supply sys-
tem. They are not to be stocked for issue
and are to be requested only as required.
In an emergency, spring plates (BuOrp
PART NO. 438114-4) can be manufactured
locally from .05 x %" cold rolled steel bar
stock. These instructions supplement those
contained in op-1494 mounting bracket (il-
luminated sight) Mk 1 Mod 3 service
manual and will be incorporated therein at
an Pﬂr]y date.

Since the free heights of spring, as
miven on the drawing specification, is ap-
proximate and may vary due to manufac-
turing techniques, it is not possible to
specity accurately the allowable amount of
permanent set a spring can take before it
is unsatisfactory for future use.

Most maintenance activities, with the
aid of a spring scale, can improvise a meth-
od for load-testing the spring in accord-

ance with drawing specifications. Mainte-
nance activities unable to load-test springs
are authorized to replace the driving spring
when the free length is less than 23.5”.

At present BuOnmp s investigating
reasons why the defective springs are in
the supply system. Comments and recom-
mendations  from activities experiencing
trouble  with newly installed driving
springs will be greatly appreciated by
BuOnn. Springs found defective should be
reported by nupaoe (NavOro 147) stat-
ing all pertinent information necessary for
tracing origin ol the spring.

EXPENDED JATO UNIT MADE INTO TESTER

JATO Unit Tester Made Easily
FASRON-117 — Using an expended
JATO umit for material, an efficient
template can be made for testing JATO
racks for alignment and proper nlﬁ'rutiﬂn.
The template was made by cutting it
From an expended JATO unit with a cut-
ting torch and then grinding off the rough
edges. A handle is then welded on to
facilitate handling. When this template
is used, any discrepancy can be found and
remedied before attaching a JATO unit.
This command had used it for more than
a year in checking hundreds of planes that
have made ];\'I'(j's from here without a
rack failure,
[DEsicNED By Puipres]

Goxner Cuarbes

DIMENSIONS ARE SHOWN FOR RADIO GUIDE

Handy Radio Guide Assists Pilots

NAS WiLrow Grove—Due to the large
number of radio frequencies a pilot must
have on hand for operation of aircraft,
this station designed a chart called “Radio
Aids to Pilot.”

This chart is 5"x8%". The back is sheet
aluminum and the front 1/16" plexiglas.
The 10 arc-1 VHF channels and their
uses and the 10 anT-13 MHF channels and
the frequency each is set on, is shown on
the chart. In addition the YG transmitting
stations which are located within an 800-
mile radius of this station are listed. The
chart is secured to the map case by a
small length of chain which can be easily
handled by the pilot while he is flying.
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Detonation is responsible for the sorry condition of these pistons removed from four
different engines at time of their frst overhaul. The pictures tell better than words
a story of loss of compression and of metal fragments scattered through the engines.
Check for compliance with recommended np_t'r:ltill_‘_[ instructions and  restrictions
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Better Jack Maintenance Needed. iicports have
reach BuAen indicating the need lor im-
proved hyvdravlic  jack maintenance by
service activitics, Large quantities of
wing and tail jacks are now carried in class
265. some types ol which are in short
stock status aut the present time. Recon-
ditioning instructions for items of ground
handling and servicing equipment ure the
subject of 4 forthcoming BuAer letter and
will follow generally the procedures set
forth h} BuAenr letter MA=45, Serial 8618,
of 3 February 1947, concerning repadr it
class 265 aeronautical shop equipment.

Better maintenance pruccdurv.u are neces-
sary for all ground handling equipment,
especially  hydraulic tripod jacks. Tech-
nical Note 15-46 lists available jacking
equipment and offers general operating in-
structions.  Army  Air Force Technical
Order 19-70A-2 of 15 April 1945 (rev. 10
Oct. 1945) entitled "Il},'(11’1r—,\il-vll:miut|
Aviation Jacks—Operation, Service, and
Overhaul Instructions with Parts Catalog”
was distributed to all naval aviation ac-
tivities early in 1946. This m: ial covers
in detail the construction, operation and
maintenance features of Malabar hydraulic
jacks used by the Army and Navy. Copies
should be available in station or squadron
technical files.

Jacks which cannot be stored within
hangars should be protected by canvas
hoods covering the plunger and vital work-
ing parts at the top of the tripod. Plungers
and extension screws should be kept well
lubricated to prevent corrosion. Fi ally,
bending of plungers, extension screws and
legs can be avoided by proper use of jacks.

Consult the Erection and Maintenance
manual for the airplane concerned to in-
sure that the proper number and size of
i:il'kH are used in each case. This is espe-
cially important for aireraft equipped with
four-wing jacking points (viz. pBav). All
four points should be used simultaneously
_not the two inboard points alone.

Proper storage and maintenance of this
equipment is essential in view of the
limited funds for proeurement of new items
required for aireraft maintenance.

Use of Liquid Gaskel Seal. Operators of s-51.
n-5, and mods-1 aircraft are advised that
excessive amounts of liquid gasket seal
(Termatex) have been used by the con-
tractor at sealing points in the main trans-
mission.

Recently, during a 100-hour inspection
of a main gear box, gasket paste was found
in the oil strainer. To guard against such
diffieulties. transmission oil pressure should
he checked closely, and, at the first sign
ot fluctuating pressure, the sump should be
removed and the strainer screen checked.
If gasket paste is found on the screen, the
complete gear box should be flushed ac-
cording to methods given in the applicable
handbook.

Permatex is not considered an acceptable
seal in this application. The contractor has
been advised by BuAger that use of this
sealant is not only undesirable hut also
unnecessary, as the gasket material. speci-
fication An-Fur-8-171. is considered ade-
quate for this application withont the
need for addition of a liquid gasket seal.
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Servo Valve Control Cable Faiiure. [n a reav-2
auto-pilot installation, the on-off control
fuiled to close the servo on-off control valve
because of separation of the upper attach-
ing ferrule from the control cable hounsing.
This allowed the flexible cable to bend
urider compression load and not actuate
the valve.

As this was the first failure of its type
reported and the aireralt affected has been
it service 2300 hours, it is considered un-
necessary to install a ser_:umlm"\_' engaging
system. However, it is recommended that
the control cable housing be inspected
periodically for frayving and deterioration.
If unusual wear is appirent an RUDM
Sl'ilﬂl!(l })(3 Sll])“lilt('{l ililll lll(’ ('(]Htrl}l ("‘ll}]l'
replaced.

BENT BOLTS SHOW FAULTY MAINTENANCE

Proper Tension in Nose Wneel Boits. Investigu-
tion of excessive vibration of the nose
wheel of a jo-1 during taxiing showed that
the upper and lower bolts, »/N ang-53, o
the torque arm assembly, »/~N 8239-46 and
8239-47, were bent and worn, This condi-
tion is believed caused by lack of tension,
resulting in excessive pluy in these bolts
during castering of the nose wheel and
before the snubber, p/N 5122833, operation
became effective.

Further inspection showed that eight of
the nine JD-1 aircraft assigned to the
activity had some degree of looseness of
the bolts and of the lurquu arm assemblies.

Bolts of this :lhsem]ﬂy should be set at
a torque tension of 300 inch pmmds, in
accordance with Erection and Maintenance
Instructions (AN O1-40 .‘\J-E) section Y.
All units operating jo-1 aircraft should
inspect these bolts periodically for proper
tension, as the bent and worn condition
is the result of L’lnIly maintenance, not
defective material,

Complete Those RUDM's.  Activities submit-
ting RUDM’s to BuAer are expected to
comply fully with ACL 45-46. Incomplete
RUDM’s handicap personnel trying to
handle them, all along the line. They
waste time and defeat the purpose of the
report system—to get accurate, :;|'1mfrjy in-
formation and adjustment.

A typical headachie is the RUDM which
III}IK‘.]IHLIIU}’ says “part number unknown,”
when a check in the appropriate AM
Handbook would give the information
quite painlessly. You know which parts
are involved in the trouble reported. You
can identify them accurately 111); checking
the numbers in the proper handbook.
Your RUDM becomes one of thousands
when it reaches BuAger. If it is complete
and accurate it will serve its purpose.
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F8F-1 Arresting Haok Uplock Bolt. It has been
reported to BuAer that maladjustment
ol uplock  bolt  Zs8039 prevented  ex-
tension  of  the arresting  hook on rar
BuNo, 94770, As a result of the contractor's
investigation of this deficiency, the up-
lock for this arresting hook was relocated
and redesigned to eliminate the adjustment
teature, thereby preventing the possibility
of muladjustment. The contractor has in-
corporated this modification in all produc-
tion aireraft, starting approximately with
the 111th airplane, BuNo. g4834.

No previous report of difficulties result-
ing from uplock maladjustment has been
received by BuAen; therefore, this trouble
is considered an isolated case. In view of.
this fact, BuAer considers the adjustable
uplock on the rsr satisfactory provided
that the proper adjustment, once set, is
not changed.

New Arrester Hook Points Work

VF-19-A, Avasepa—This squadron in-
stalled standard removable point-arresting
liooks on 15 ¥8F-1's and made an ;l\'l:Iug‘(_'
of 20 landings aboard the Boxer (cv-21)
to provide service testing of the hook.

These assemblies are an improvement
on the standard design. In the two-piece
hook design, the entire removable point is
made of improved wear-resisting material.
It incorporates a grooved throat feature
which can be provided in the hook point
without indue difficulty, reducing pendanit
and hook wear. I

During and after all landings the hook
assemblies were mspected and no failures
experienced. In general, operation of the
hook in a wire appears superior to previous
hooks used and has less tendency to
I'I‘\”IIL_'(', -
b Buder Comment—Three standard hook
point designs will be provided for airplane
weight classes: 0 to 15,000 Ib., 15,000 to
25,000 Ib., and 25,000 to 35,000 Ib. Hook
points for all airplane types in each weight
class will be interchangeable,

Alameda Saves Money with Dolly

NAS Avamepa—This activity has solved
a complex handling problem by designing
and making a Sure Grip safety utility dolly.
The dolly is designed tor the sate handling
of a number of various shaped metal and
fabric structural spares and small parts.
Each piece is placed in a padded, stirrup-
type sling, which allows Hexibility of hori-
zontal movement.

The use of multiple slings and casters,
allows this dolly to be loaded and used
as a portable unit on deck, or hoisting unit

TILTED DOLLY SHOWS INSIDE CONSTRUCTION

by crane, without rehandling materials.
This saves handling time of material and
lubor, It also cuts down loss of time and
material from damage by handling, and

eliminates handling and storage Tmhlem
presented by trzmsl;ort-.kliuu and delivery.
The dolly can be constructed of sal-

vaged material and, with the work of one
carpenter, two eight-hour days, for assem-
bling, the total cost would amount to no
more than §23.00. Thereby an investment
of $23.00 actually saves several thousand
dollars in a year’s time.

» Buder Comment—This dolly appears to
be satisfactory for handling various air-
craft structural parts. One precaution
should be observed in making equipment
of this type—the wheel diameters of the
casters should be large enough to insure
easy movement over floor cracks. This type
of equipment is manufactured locally by
the stations to suit their local conditions.

Pilots Use Small Plotting Boards

VE-14A, Saiwpan—Because of the numer-
ous difliculties encountered with the r4u-4
type plotting board, this squadron’s Navi-
gation  Department recently constructed
handy knee pad plotting boards for all
pi]ots.

l]i('U]' _!Ur:lll'llg til(‘. same LlL‘&[gI'] as lIIL'
ﬁl:LlllIilrlﬂ board, the smaller version cuts
the limit of the circle to 130 miles and

KNEE PLOTTING BOARD IS LIGHT, COMPACT

has the computer mounted on the reverse
side. It measures five inches by eight
inches.

A two to one scale is used to gi\-c a
radius of 260 miles for high speed prob-
lems or for long range searches. YL ZB
sector letters may be written around the
extremities of the board, With a few hours
practice, pilots of this squadron have heen
uble to maintain a high degree of accuracy.

When in use, the standard board made
it in:lpoxsih]t’_' to see the remote imliL'ilting
COINPXLSS, [’I{' i]l.‘{trlll'n('.‘lll':\‘ our lhl.'
.u‘{‘rlll-rmln'l(-r, Combined with the pre blem
of stowage, these factors have tended to
reduce usefulness of the board to an emer-
geney status,

b Buder Comment—The deficiencies of the
F4U-4 plotting board are recognized and
a project has been established at the Aero-
nautical Instrument Labordtory, Ph'la-
delphia, Penn., to develop and construct a
knee pad plotting board for use in fighter
type airplanes. The design will be based on
the many ideas submitted by the Fleet.
The above ideas have been forwarded to
the Aero Instrument Lab for consideration.

SN
lllhllu
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LETTERS

Sins:

A trophy is to be awarded at the end
or each month to a pilot in Attack Squad-
ron ELEVEN (Able) who will be voted
the “Pilot of the Month.” In making this
award the squadron believes that it has
hit upon a unique idea for the promotion
ot squadron spirit and for the further de-
velopment of a highly trained and efficient
pilot Egrsnnnel.

A board of officers consisting of the
senior officers of the squadron will make
the award to the pilot who is outstanding
in all of the following:

1. Excellence in the use of primary weapons: dive
bombing, glide bombing, gunnery, rocket firing,

ot o5

2. Superiority in general air work and air dis-
cipline,

3. Smartness in military bearing and military
courtesy.

4. Accuracy and expedition in the discharge of
collateral duties,

The trophy will be a traveling trophy
awarded on a temporary monthly basis
with the further provision that any pilot
who has been designated recipient of the
award three times will be permanently
awarded the trophy and his name and rank
will be inscribed accordingly.

The trophy itself is to be a miniature
SB2C aircraft mounted on an attractive
ash tray base and plated in silver with
appropriate engraving. The miniature
S%};Cp\rn:lll be a gale model with an eleven
(11) inch wing span. The squadron has
been extremely fortunate in obtaining the
model airplane because there is a scarcity

Restricted

of this particular model,

This idea has met with unanimous en-
thusiasm on the part of the pilots of this
squadron and it is believed that it will
have a beneficial effect on general pilot
efliciency as well as to create a good
natured competitive spirit with a resultant
liftt in morale and unit pride.

This command hopes that this plan will
be of interest to other activities of the
naval service. With appropriate modifica-
cations the plan could be used by almost
any activity.

R. W. Srone, Lr. Con,
CoMMANDING

—h
Sins:

Something of a record in cross-country
airline travel has been attained recently by
several of vr-3's plane commanders. Most
noteworthy was Lt. (jg) J. R. Rader’s
flight on January 29th. He commanded an
150 luxury liner carrying a 7200-pound
payload consisting of 35 passengers and
mail from Moffett Field, Calif. to Wash-
ington, D. C. in a record time of 10 hours
and 10 minutes, Almost equaling this
record, Lt. C. H. Hellie, the following day
flew a 7800-pound payload of 38 passen-
gers and mail along the same route in 10
hours and 20 minutes,

It is little wonder that this daily sched-
uled flight is affectionately called the
Hotshot.

On a special cargo flight rushing 11,125
pounds of high prioritv medicine units
from Burbank, Calif. to Norfolk, Va., Lt.
Comdr. H. R. Herman piloted an R5D
over the 8,173 mile route in 11 hours,
averaging 288 miles per hour ground speed.

We believe a coast to coast passenger

flight of slightly over 10 hours is something
of a record to be shot at by any airline,
military or commercial.
Paur. MAsTERSON
Conmaanming OFFICER
vit-3, Patuxent Riven

—_

Sius:

Attack Squadron TWELVE (ABLE)
herewith submits the results of an IBP
live torpedo exercise which may be of
interest to readers of Navar Aviarion
NEws.

On 6 February 1947 VA-12-A dropped

16 torpedoes using the USS Major (pE7es)
as a target. Mk 13 mods 6 and 7 torpedoes
with exercise heads were used. Target was
on a straight course and, for the purpose
of assessing hits, assumed to be of 400'
length. Torpedoes were released at an
angle of 90 degrees on the bow at an
altitude of 800" using 260 knots ground
speed.
I}eOF the 16 drops 12 were scored as hits
with two torpedoes being cold shots due
to igniter failure. This amounts to 75%
hits (86% excluding the two faulty torpe-
does). The average underwater travel was
410 yards, which is very close to the ideal
underwater travel of 415 yards.

With the majority of the pilots partici-
pating in this exercise having less than
500 hours, it is felt that the proficiency
attained was due to a concentrated analysis
of all variables, standardization of the tor-
pedo attack, and aceurate range estimation.

Georce B. Rieey, Lt. Con.
VA-12-A
FPO, Sax Francisco
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LETTERS

Sins:

In keeping with the recently emphasized
post war economy, the Aviation Safety
Board of the Naval Air Training Bases,
Pensacola, has just completed a pr:igrmsi\'v
year of aviation safety which saw a redue-
tion in the frequency of the costly aircraft
accidents of m‘.u‘])-' every type. Of particu-
Iilr Tl{]l(.' Wias I.II(' illirl‘l‘:lﬁ(r EIl 1]I(3 [l'lll“}ﬂ’r
of hours flown per fatal accident, 36,000
hours as compared with 27,000 hours per
fatal accident in 1945, and the reduction
in the over-all accident rate over the pre-
vious vear.

,'\CL':(!(.'I'I{ prt’\ i‘]lli{‘l] IJ]—U.L{TGUIIS L'{‘]lll’r
around  monthly inspections of training
Nllll:l(]r{.‘llk, t'll\'l_‘ril'lg \l|ril|l1:~ .'\(l“a'il!fi)ll ‘IK‘-
p;u’lm{-nls with ump}iun‘i':i on S:lf('!_\_'. pilul
education, and maintenance procedures.
Scores are awarded on a comparative basis
and combined with accident rate scores
euch quarter, to determine the winner of
the Commander Naval Air Training Bases
Aviation Safetv Pennant. Recipients of the
award for the year 1946 have ll)t'(’ll Squad-
rons VN-9(SBD), VT-3(VB2)} and VT-4
(VPB).

The accompanying photograph shows
Capt. William Sinton, Commander, NATB,
nmki‘ug the I)r(’svnt;ltimi to VT4, in the
presence of other NATB and sepiadron
officials.

Punric Invoumation OrriceR
NATB, Pensacora
—

Sins:

A Guernsey bull calf wandered onto the
station and was a guest for four days be-
fore the owner could be located through

widespread newspaper publicity.  Station
personnel bought a bale of hay and nicked
the chow hall for milk and oatmeal, but
the call was not }l:tpp_\- without its maother,
The “book” had no answers on disposal
and all attempts to recruit the call into
the Organized Reserve program failed. All
solutions tried prior to finding the calf’s
mother turned out to be a lot of “hall™.
Georce F. Hoeeg, L1, Con.
NAS MinnearoLrs

-
SIRS:
Your back cover pictures of squadron
insignia have been very interesting, how-
ever I have been waiting for the appear-

ance of one of the Rescue Squadron insigne.

As vou know, these six specialized squad-
roni—=VH-1, 2, 3, 4, 5, 6—were organized
near the end of 1944. VH-3 received the
Navy Unit Commendation for its open sea
rescues during the Okinawa action, VH-1
operated with the p-20's on their first mass
hombings of the Empire.

Both of these squadrons have official
insigne :11:11:0\-'(.-(] by the Bureau. It would
be gratifying to see the insigne of these
two squadrons on vour cover.

R. R. Barserr, L, Con.
Navar. Hosprrar
Sr. Ausans, N. Y.

1 Request granted. See back cover for
VH-3's amusing insigne.

~J
SIRS:

Attention All Hands ve-72 (vintage of
1941-42 )1

A squadron  reunion will be held in
Washington, D. C. on 17 May 1947. All
members in the area®are 111‘_5_1(*.{1 to attend,
Further information on the prospective re-
union is available from Lt. C. P. Sonne-
horn, USN, Navy Department (Op-54),
Room 4904, Washington 25, D. C.

The squadron was known as ve-14 until
1939 and as ve-51 until 1941 when it offi-
cially became ve-72.

C. P. SoxxesorN, L.

i

MATS Oakvranp—The local GCA unit
proved its worth to ve-2 recently. Twao
IBM’s en route from Honolulu had been
diverted to San Diego due to fog in the
Bay area. Later they proceeded to Ala-
meda and arrived at the same time a third
plane arrived direct from Hawaii. The
Oakland GCA unit landed the three within
an hoar at Alameda while the Oakland
and Sin Francisco airports were below
minimiums  for non-GCA  operation  and
were closed for commercial traffic.

NATS Pacrric—You dont always win.
The Mars made it from Honolulu to Ala-
meda in 10.2 hours but it took 18.7 hours
going the other way, because of the head-
winds. An R5D made it in 9.7 hours
coming east and 14.7 hours outhound.
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The Cover ‘Mules' of
the Panama Canal
pull the CV Shan-
gri-La through Mira-
flores loek in  the
Conal Zone on  the
way to participate in
the atom bomb tests
at Bikini. The car-
rier now 15 part
of the Pacific fleet.
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ANSWERS TO QUIZZES

@ AIR STATION QUIZ
(inside front cover)

Top—NAS Quonset Point. Bottom
—NAS Jacksonville.

@® NAVIGATION QUIZ (p. 9)

1. Isogonic 2. Left. Highs rotate
clockwise in N. hemisphere. 3.
1/5 to 1/6 4. Agonic 5. One, the
current American Air Almanac
6. A line crossing all meridians at
an equal angle 7. Shortest dis-
tance between two points on
earth's surface:

® RECOGNITION QUIZ

(inside back cover)
1. B-36 2. AD-1 Skyraider 3. P-84
Thunderjet 4. FBF Bearcat 5.
Gloster Meteor 1Y 6. Nene Lan-

castrian.
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BOXCARS. grasshoppers, wildcats and life-saving

St. Bernard dogs figure in this month’s insignia.
A flying red boxcar, rigged with Privateer turrets
symbolizes VP-HL-7's weight and firepower. A fierce
springing panther on an arrowhead, symbolizing
Bearcat fighters spearheading the attacking air arm,
makes up VF-6-A’s mark. VH-3 received the Navy
Unit Commendation for Okinawa rescues during the
war. VMO-4, a Marine artillery spotting outfit,
uses a grasshopper astride an artillery projec-
tile going places to signify its military mission.
VMO-2, 3, 4 and 5, all used the same general idea,




